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SAVING IN LABOR COSTS 

Many of those who are clamoring for a general 
reduction in rates point to the $700,000,000 which the 
railroads are expected to save in the next year, due to 
the Labor Board’s decisions reducing wages and abro- 
gating the national working agreements. They say 
that. this saving should, at least in part, be passed on 
to the shipper and through him to the general public. 

Ignoring for the moment the question as to whether 
a saving of $700,000,000 within the next yeaf would put 
the railroads in position to earn six per cent on their 
valuation, as provided by the transportation act, the 
fact remains that no such saving will be accomplished 
under the two decisions. The $400,000,000 which it 
has been estimated will be saved by the reduction in the 
wages of railroad workers is a maximum figure. The 
wage cuts have been in force only a week and the 
labor organizations have not as yet decided whether 
or not to “accept” them. Any attempt to say definitely 
how much the railroads will benefit financially by these 
reductions can be little more than a guess. 

As to the other item—the $300,000,000 which Mr. 
Atterbury told the Labor Board would be saved if the 
national agreements were abolished—there is as yet 
no reason to believe that the entire sum or even the 
great part of it will be realized for some time to come. 
In the first place, Mr. Atterbury’s estimate was based 
on the returning of the relations between railroad cor- 
porations and workers to the status of December, 1917. 
Decision No. 119, abrogating the national agreements, 
however, contained some provisions modifying the 
agreements that carriers might make with their em- 
ployes to such an extent as seriously to impair this 
speculative saving. The eight-hour day, the seniority 
and classification rules, as well as others, all of which 
have been expensive to the railroads, and the savings 
resulting from the possible abrogation of which were 





scribed for general application. 
Aside from the fact that the saving that was to 
have resulted from the abolition of the agreements was 


impaired by the conditions carried in decision No. 119, 


there is as yet no assurance that these agreements 
will be entirely superseded for some time, at least. To 
date there have been filed with the board a total of 590 
propositions out of an estimated total of more than 
2400. Of these only 153 are agreements and there are 
as yet no data available to show how nearly the agree- 
ments parallel those that have been “abrogated.” 

When one considers that the national agreements 
will, by order of the board, remain in effect until agree- 
ments are reached between individual roads and in- 
dividual classes of employes, and reflects on the time 
it will take for the board to consider the 437 disagree- 
ments it now has and the 1500 or more it will have 
within the next few weeks, the possibility of saving 
$300,000,000 a year by virtue of new and more reason- 
able working rules and regulations seems remote. 

Curiously enough, western roads, on the whole, 
appear to be making more progress in this respect than 
the eastern roads, to which the greater progress in in- 
dustrial relations is generally attributed. Of course, 
this may be entirely upset by later developments. Not 
a great deal of analyzing can be done with 153 agree- 
ments out of a possible total of 2400. 


A RULE THAT WORKS ONE WAY 

When the Labor Board, in its generosity, increases 
wages twenty per cent., the roads pay the increase with- 
out a murmur. They must pay it, under the law. When 
the board, in its cautious wisdom, cuts wages twelve 
per cent, the men take the matter under consideration 
and may conclude to strike. That is their privilege. 
The law imposes no burden on them. Thus we see 
how capital grinds labor and how the poor working- 
man has to struggle for his rights. Time was when 
things were otherwise, to be sure, but the pendulum 
has swung quite a distance the other way. 

We do not believe there will be a strike, because we 
believe there is enough sanity in the ranks of labor to 
prevent such a course, even if the roads refuse to make 
individual agreements with their employes better than 
the award of the Labor Board. At least, there is little 
danger of strike unless business conditions improve 
mightily before the referendum vote is taken. There are 
too many men out of employment to justify, from any 
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point of view, such a course. But if the men conclude to 
strike there could be no better time for the roads to 
make the fight. They haven’t anything to do anyhow 
and might as well occupy their time with a little diffi- 
culty of that sort. 

CUMMINS INVESTIGATION FIZZLE 

The Senate committee investigation of the rail- 
road problem has gone up in the steam of Washington 
hot weather. A recess has been taken until after the 
“summer solstice,” and hearings will not be resumed un- 
til the latter part of August. Of course, the railroads 
and those who use them are not so affected by the 
“summer solstice” that they must quit business, but the 
Senate is different. Far be it from the Senate to incon- 
venience itself for the benefit of the public. Public in- 
terest must wait until the Senate has bathed, shaved, 
dressed, and had its breakfast, and then wait some more 
until the weather gets cool. 

The lack of interest displayed by the members of the 
committee even as far as the investigation has gone has 
been little short of disgraceful. Of the sixteen members 
Senator Cummins lately has frequently been the only 
member at the hearings. At first, when the thing was 
new, there were four or five in attendance. To be sure, 
the evidence has not been extremely interesting, but we 
do not understand that the inquiry was put on for the 
entertainment of the senators. It was supposed to be for 
the purpose of arriving at the facts for the benefit of the 
public. As far as that point is concerned, the inquiry 
might well have been made more interesting, however, if 
the senators had sent for such witnesses as they might 
like to hear instead of hearing only those who presented 
themselves. Thus far the committee has heard only the 
railroads and the exponents of the second Warfield plan. 

Though we have nothing but contempt for the luke- 
warmness of the Senate committee in prosecuting the in- 
quiry provided for by the Cummins resolution, we do not 
think the country will suffer much through failure to con- 
tinue or complete the investigation. We do not think 
there is much the committee could suggest that would 
help in the situation while, on the other hand, there is 
much it could suggest that would hurt. One of the bad 
effects of the inquiry has been that it has given oppor- 
tunity for all sorts of wild theories and the danger has 
been that some of them might be adopted in the recom- 
mendations agreed on. Certainly, among the members of 
the committee are some of the wildest theorists on this 
subject who have, in their speeches on the floor, dis- 
played intense ignorance of fundamental principles. So, 
for our part, we shall not be disturbed if the hot weather 
or some other excuse prevents the inquiry from ever 
being resumed. 

We might say, in passing, that the above criticism 
does not apply to those'senators who have paid attention 
to business, especially Senator Cummins himself, who is 
always conscientious and hardworking. 


SENATORIAL RATE IDEAS 
The debate between Senator Cummins and Senator 
Fletcher on the LaFollette amendments saddled onto the 
Frelinghuysen seasonal coal rate bill, developed the right 
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and the wrong of some of the theories that are held by 
our statesmen in regard to freight rates. Senator Fletch- 
er wanted the rate-making section of the transporta- 
tion act repealed because, though it had been in effect 
for sixteen months, the railroads were bankrupt, the 
workers dissatisfied, the public squeezed, credits exhaus- 
ted, traffic reduced, industries crippled, and commerce 
halted. Of course, it follows, then, that the Senator 
would not call the rate-making section successful unless 
all these unwelcome conditions were cured—and cured by 
the rate-making section. He might also have included 
in his list of ills from which the country suffers, the hot 
weather, the flood in Colorado, the defeat of Carpentier 
at Jersey City, and the prevalence of pip in hens. 

The Senator was merely talking nonsense—the 
favorite indoor sport of the Senate. He insisted that the 
volume of traffic had decreased because it could not bear 
the excessive cost of transportation, and was told by Sena- 
tor Cummins that there was a great misapprehension as 
to the facts in this matter—that in the year ending March 
1, 1921, the railroads had carried a larger volume of 
freight traffic and more passengers than ever before in 
their history. Senator Fletcher said he had heard that 
argument made as to the movement of fruits and vege- 
tables from Florida, and yet there had never before been 
more fruit and vegetables rotting on the ground in that 
state. 

Here again we have Senator Fletcher’s arbitrary 
grouping of cause and effect. Why must it follow that 
the high freight rates are the cause of fruit and vege- 
tables rotting on the ground? This talk of produce rot- 
ting on the ground for the want of marketing is not 
new. The condition has existed frequently and has been 
attributed to this, that, or the other cause, according as 
the attack of the times was directed at this, that, or the 
other alleged evil. Sometimes it has been attributed to 
the methods of commission men; sometimes to inefficient 
marketing methods; now it is attributed to freight rates. 
The present explanation may be correct but, as Senator 
Cummins replied, even if the high freight rates have 
caused the condition complained of by Senator Fletch- 
er in Florida, the solution is an adjustment of those 
particular rates and not a general reduction, which the | 
railroads could not stand. 

We wish those who are insisting on the repeal of 
the rate-making section of the law would look the facts 
in the face for a moment. Suppose the section were re- 
pealed and the Commission were free to make the rate 

_level anything it pleased. Could it, in justice to the 
roads, lower the level to a point where the roads would 
earn less than they do now? If it could not, then what 
good would it do to repeal the law? The law is no bar- 
rier to reductions where the theory holds good that the 
lower rates would mean higher earnings. There is noth- 
ing that cannot be done now that could be done after 
the rate-making section was repealed, if the roads are 
to be permitted to earn anything at all. 


TO WITHDRAW SUSPENDED TARIFFS 
Announcement, by representatives of the E. J. & E., of the 
intention of that road to withdraw switching and absorption 
tariffs, which had been under suspension in I. and S. 1348, made 
it unnecessary to hold the hearing on that order, scheduled to 
take place in Chicago, July 2. 
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Secretary of the Treasury Mellon said July 7 that negotia- 
tions were in progress with representatives of the railway execu- 
tives looking to the funding of the indebtedness of the railroads 
to the government for capital expenditures made under federal 
control and that, if the negotiations proved successful, the way 
would be paved for the payment of approximately half a billion 
dollars to the railroads in the next six months. It is under- 
stood that Secretary Mellon is considering a plan for funding 
all of the indebtedness, which is estimated at from seven to 
eight hundred million dollars. A definite agreement as to the 
funding, however, has not been reached. The payment of sums 
due the railroads without making deductions for the indebted- 
ness of the roads to the government, Mr. Mellon said, would 
tend to revive business. The same view was expressed by Secre- 
tary Hoover, who said that the railroads employed 20 per cent of 
the labor and bought 20 per cent of the materials of the country 
and that a settlement by the government with the roads would 
hasten the general recovery of business. 

The Association of Railway Executives at a meeting in New 
York July 1 considered plans for reaching an agreement with 
the government as to the settlement of the claims of the roads. 
T. De Witt Cuyler, chairman, said the meeting was held for the 
purpose of receiving a report from Alfred P. Thom, general 
counsel, on the hearings before the Senate interstate commerce 
committee. 

“In addition,” said he, “there was a general discussion of 
the railroad situation and of the possibility of a prompt adjust- 
ment of the questions now pending between the railroads and 
the government. An effort will be made to give this matter a 
definite direction at an early date.” 

It is understood the executives gave consideration to the 
question of modifying their claims against the government with 
a view to reaching a basis of settlement, as has been suggested 
by President Harding, that will permit the government to pay 
yo roads what the government owes them as speedily as pos- 
sible. 

The President is understood to have informed the executives 
that the government could not settle promptly if the carriers 
demanded payment of their claims in full. The President has 
practically accepted the view of the Railroad Administration, it 
is believed, with regard to the carriers’ claims. The Railroad 
Administration has been settling with individual roads for about 
40 per cent of the face of the claims filed. 


THE CUMMINS INVESTIGATION 
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It will probably be well into September before the Senate 
committee on interstate commerce resumes hearings on the rail- 
roads. In announcing, July 1, indefinite suspension of the in- 
quiry, Senator Cummins said the committee would take a recess 
“until we get over the summer solstice.” Asked as to whether 
a definite date had been fixed for resumption of the hearings he 
said it would probably be the latter part of August and that no 
hearings would be held in July. 

When the railroad executives were presenting their testi- 
mony there were at first usually at least four of five members 
of the committee present, out of a total membership of sixteen. 
As the executives neared the close of their case, however, there 
were sometimes only two or three senators present. On several 
occasions Senator Cummins was the only member present. Only 
three or four members were present during the presentation of 
testimony by witnesses for the National Association of Owners of 
Railroad Securities, and on July 1 only Senators Cummins and 
LaFollette were present. 

Additional testimony by the Warfield association will be sub- 
mitted when the hearings are resumed. Witnesses for the rail- 
road labor organizations also will be heard then. It had been 
planned to hear Clifford Thorne and S. H. Cowan July 11, but 
they also will be heard after resumption of the inquiry. 

It will be early fall, therefore, before the committee will 
have completed the hearings and made a report thereon. In the 
meantime it is regarded as probable that the President, the In- 
terstate Commerce Commission, and the Railroad Administra- 
tion will take some definite action with regard to speeding up 
financial settlements with the railroads. 

In concluding his testimony before the committee, July 1, 
Walter L. Fisher, former Secretary of the Interior, said railroad 
development had reached the stage where the government must 
intervene and compel the operation of the roads in the public 
interest. His belief is that the railroads are dominated by a few 
important railroad officials whose conception of railroad opera- 
tion is that the strong roads have the right to use whatever ad- 
vantage they may have over the weak roads. 

“We must get away from that,” said he. 

Mr. Fisher referred to Mr. Warfield as one who was inter- 
ested “in the whole game” and said that it was proper for the 
holders of railroad securities to see to it that the railroad execu- 
tives are “checked.” He did not believe that the transportation 
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act reached the difficulty and said that permissive consolidation 
did not. He said he might be mistaken, but he-had not observed 
any sympathetic attitude on the part of railway executives to- 
vard the grouping of roads. He said that even if some of the 
executives were favorable to the idea, refusal of a few important 
executives to co-operate prevented the others from acting. Sena- 
tor Cummins said he agreed that the act did not go far enough 
as to consolidations, the Senator being an advocate of compulsory 
consolidation. 

Referring to the Warfield proposals, the Senator said it ap- 
peared that the plans involved the creation of a public corpora- 
tion which would acquire under certain conditions terminal 
properties. He said it was rather vague as to whether the cor- 
poration would operate the terminals or whether another agency 
would be selected for that function. He inquired of Mr. Fisher 
as to how he thought the terminals ought to be consolidated, so 
that they could be commonly used free from restrictive regula- 
tions. He said that seemed to him the practical thing that the 
committee should consider. 

Mr. Fisher said there should be common operating agencies 
for terminals, especially at the principal terminal centers in the 
country. He said the trunk lines should bring their traffic to 
the edge of a terminal and turn it over there to a common operat- 
ing agency, and that then the carrier would have no further in- 
terest in the matter, and the selfish interests of individual trunk 
lines would not be involved. 

Senator Cummins said he did not see how a private corpora- 
tion could be employed to condemn and acquire the terminal 
properties and secure the necessary capital. His view was that 
if ‘‘we come to consider terminal operation independent of the 
railroads, it seems to me the public would have to do it.” He 
did not think the money could be obtained except from the public 
treasury. 


Mr. Fisher, however, believed that if the Commission would 


‘revise the terminal rates and charges so that the rates would 


yield the same rate of return on the terminal property as on 
general investments, the money could be raised to acquire the 
properties. He said the railroads should be required to turn 
the terminals over to a private agency which would be authorized 
to issue securities which he said could be sold if the terminal 
rates were such as would sustain the securities. He pointed to 
the Warfield proposal for the incorporation of the National Rail- 
way Service Corporation, not to be operated for profit, and which 
would stand ready to provide the means of financing the acquisi- 
tion of the terminals. He said it might be necessary then to 
create a common operating agency. 

The witness further advanced the thought that terminals 
could be consolidated under a common operating agency with- 
out the payment of any money. He said the railroads could be 
compelled to entrust the management of their terminals to a 
common operating agency, and that also it would be necessary 
to condemn the terminal properties and acquire them through 
the exercise of the power of eminent dcmain. 

Senator Cummins said Mr. Fisher probably would be asked 
to return and explain further his ideas on the railroad question. 


SENATE COMMITTEE TAKES RECESS 


The Senate committee on interstate commerce decided July 
5 not to hold any hearings in July. Senator Cummins, chairman, 
was advised by his physician to leave Washington during the 
warm weather, and he left this week. 


RESOLUTION FOR RATE CUT 
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Representative Christopherson, of South Dakota, submitted 
a resolution in the House, July 6, requesting the Interstate Com- 
merce Commission to “take up for consideration forthwith the 
matter of freight rates, giving special attention to the rates 
charged for the transportation of agricultural products, includ- 
ing livestock, to market, with a view of promulgating new and 
lower schedules of rates upon these commodities; and that such 
new and lower rates be put into force and effect at the earliest 
possible date, making special effort to have same in effect to 
take care of the transportation of the 1921 crops.” 

The resolution set forth that freight and passenger rates 
were greatly increased during federal control and afterwards, 
but that prices of agricultural products have declined and have 
reached an unusually low level, that in some instances the prices 
received for agricultural products do not cover the freight 
charges; that the Railroad Labor Board made a substantial re- 
duction in wages as of July 1, and that this will result in a 
substantial cut in operating expenses. 





SUGAR PINE RAILWAY ABANDONMENT. 

The Sugar Pine Railway Company has applied to the Com- 
mission for a certificate of public convenience and necessity 
authorizing it to abandon 14.15 miles of railroad in Tuolumne 
County, Calif. The road has been used almost exclusively for 
the ttansportation of logs, and cannot be made to pay a re- 
turn on the investment, the applicant says. 
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Current Topics 
in Washington 





Anti-Trust Laws and Agriculture.—Attorney-General Daugh- 
erty, in his hunt for violators of the anti-trust statutes, will 
probably have to keep his eyes off the practices of the Depart- 
ment of Agriculture’s bureau of markets force. The govern- 
ment can hardly be expected to apply the law to a part of itself. 
That organization, according to reports, is doing everything pos- 
sible to prevent reductions in the prices of farm products, even 
to the extent of getting the producers to agree to restrict the 
movement of products to markets which the bureau of markets 
men believe are supplied to saturation. They may not be con- 
spiring to restrain commerce between the states, but they cer- 
tainly are putting the “Indian sign” on the unrestricted move- 
ment of farm crops, which, at times, would cause prices to go 
down to levels pleasing to those who buy. According to reports 
in Pacific coast newspapers, they have supervised the handling 
of the cantaloupe crop this year from the Imperial Valley of 
California in a way that probably will meet the approval of 
those who think it in the public interest that the price of canta- 
loupes should never be brought down to the cost or below the 
cost of production, by réason of oversupply in any market. Ac- 
cording to a report from Brawley, Calif., there is an exchange 
at that point where information as to the state of the markets 
is gathered each day, so that melons from that shipping point 
are never started for a given market in excess of the amount 
that that market can absorb. For instance, about June 22, grow- 
ers loaded forty cars for New York City. The information gath- 
ered by the bureau of markets showed that New York City could 
not easily absorb more than thirty-six carloads of Imperial Valley 
melons in one day. Williams, one of the bureau of markets 
men, presided at a meeting that day of growers and shippers 
He began calling the roll of the shippers. Right at the top, 
acco1ding to the newspaper report, the American Fruit Company 
appeared as the shipper of three cars. Williams had announced 
that forty cars were too much to send to New York. Promptly, 
when the first name was called, the representative of the first 
named shipper told Williams to “pull one.” Williams wanted 
to know to what destination the pulled one should be sent. The 
representative did not know, so he told Williams to “park it.” 
When shippers had told Williams to pull four cars, Williams 
started the roll call again to learn what should be done with 
the “pulled” cars. The American Fruit Company man then 
gave orders to have his car sent to Beaumont, Tex. In that way 
the overstocking of New York was prevented on that day. New 
Yorkers did not get Imperial Valley melons, about July 5, at 
very low prices because there was no over-supply. The bureau 
of markets had seen to that. If the Standard Oil company pre- 
vented breaks in the prices of oil in that way Daugherty, it is 
suspected, would be after Bedford, Teagle, and every other man 
in the various Standard companies with practically the entire 
regular army. But the scheme used was for the benefit of tillers 
of the soil and, therefore, in the government’s eyes, all right. 
There are Americans who think it would be good if nearly all 
business was regulated in that way to prevent waste and ruin 
through disorganized markets; wherefore, they are inclined to 
wonder why the government should exert itself only in behalf 
of one class. Stated in another way, why should not the anti- 
trust laws be executed against all or none? 





Class 1 Roads as Traffic Originators.—Class 1 roads usually 
are regarded as representing at least 90 per cent of the trans- 
portation business of the country. It is certain they have by 
far the greater part of the revenue. Yet, in the first quarter of 
the year, they carried only 217,967,619 tons of revenue freight, 
as originators of the traffic. They received the rest of the total 
of 410,818,363 tons, from.their connections. To an ordinary citi- 
zen that looks peculiar. They originated only a litthe more than 
one-half the traffic but received at least 85 per cent of the 
revenue. Always, of course, there is dispute as to whether the 
originating or the delivering road is the more important. An 
ordinary “once-over” given to the traffic and revenue sheets 
would indicate that, as the money is divided, the delivering road 
is the more important. Inasmuch as the class 1 roads carried 
hearly twice as much as they originated, and got much the 
greater part of the revenue, the conclusion seems almost be- 
yond dispute that the delivering carrier is the important one. 
Perhaps it is for the same reason that the man who has the 
money to give in exchange for the goods is usually the one 
who makes the terms. The war period, of course, was an ex- 
ception, in the ordinary business of buying and selling. Perhaps 
it was not so with regard to the delivering lines of railroad, 
assuming, for the sake of discussion, that they stood in the 
place of the buyers. 





Butter, Salt, and Petroleum.—Considering the bother that is 
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made about it, butter, in a transportation sense, is about as un- 
important an article of commerce as could be imagined. In the 
first quarter of the year the class 1 roads hauled only 178,647 
tons of butter and cheese together. Salt, in that quarter, totaled 
1,124,162 tons. The probability is that the average man would 
promptly aver that, in pounds, he used more butter and cheese 
than salt. It is possible that that guess would be right. Much 
butter and cheese receives no rail haul while practically every 
pound of salt is hauled by rail. The average man _ probably 
knows that he uses more petroleum than salt, butter, and cheese. 
But the tonnage of crude petroleum in the first quarter was only 
2,393,518 tons. However, that does not give any adequate idea 
as to the tonnage of petroleum products, because much of the 
crude oil is run through pipe lines and only the refined products 
take rail hauls. Fayette B. Dow, when the time comes, is going 
to tell the railroads what a small percentage of petroleum and 
its products they haul, in an effort to show them that it would 
be for their financial good to make rates that would persuade 
petroleum refiners to quit thinking about transportation by pipe 
line and by automobile trucks. 





Publicity for Train Control Devices.—The Commission, after 
thirty years of comparative immunity, is beginning to learn 
something about the propaganda that can be put out through 
press agents. The railroads were among the first to establish 
publicity bureaus in Washington. The Commission, in some of 
its opinions four or five years ago, referred to some of their 
publicity in a way to indicate to them that publicity was not 
objectionable, if it was kept within the bounds of facts and rea- 
sonable inferences. Press agents for some of the shippers have 
been putting out publicity that is really ridiculous by reason of 
its lack of relation to the facts and proper inferences to be 
drawn therefrom. Publicity for this, that, or the other auto- 
matic train control device has recently attracted some attention 
by reason of the fact that it had no resemblance to either facts 
or reasonable inferences. The Commission has not approved 
any such devices, as might be inferred from some of the pub- 
licity. Its inspectors, for years, have been reporting the results 
of experiments, but the Commission has not approved any kind 
of device or done more than indicate that, apparently, the ex- 
periments on some railroads have tended to indicate that such 
devices are satisfactory but that complete reports had not been 
made. Train control devices, under section 26 of the transpor- 
tation act, are to be installed within two years after the Com- 
mission issues an order directing installation. The order is to 
contain specifications and requirements so each carrier will 


know what it must do. No such order has been issued to any 
carrier. 





Taxes for Laborers’ Wages.—Currying favor with the man. 
ual laborer by giving him money out of the puplic treasury or 
out of the treasury of public service corporations, which started 
with the Adamson law in this country in 1916, has now encircled 
the globe, the latest order of that kind being the Obregon de- 
cree requiring the oil producers in Mexico to pay the men they 
have laid off, for an indefinite period. The British government 
has just settled the coal strike on the basis of a bounty from 
the treasury, to be taken from all other classes of Britons in the 
form of taxation. If Obregon is allowed to “get away with” his 
plan, Americans will be the losers, because Americans own 
most of the wells in Mexico that are closed. They are closed, 
it is believed, because the price of American petroleum, being 
now very low, is really cheaper than the Mexican, when the 
cost of production, the Mexican export tax, and transportation 
to refineries in the United States are totalled. Imposition of a 
big increase in the export tax, decreed by Obregon, brought 
about that situation. Obregon, it is believed, is trying to save 
himself in the estimation. of the unemployed Mexicans by de- 
creeing that the American companies shall pay wages, even if 
they have no work for the Mexican workmen. 





The Administration Party and Its Factions.—The party in 
power in the White House and in Congress is again being 
threatened by internal dissension over the question of what. is 
progress and what is not. The senators and representatives who 
think they are the special representatives of the agricultural in- 
terests instead of the whole people, are opposing a suggested 
recess of the Senate, to be taken while the House is considering 
the tariff bill. They object because they think there is “prog- 
ressive” legislation to be enacted, as, for instance, legislation 
for the curbing of the meat packers and the regulation of grain 
and cotton exchanges. The members of the bloc assume that 
the destruction of grain and cotton exchanges, or their regula- 
tion by laws that would drive most traders out of the market, 
would be real progress. Acting with the majority party mem- 
bers of the bloc are men of the minority party, which, in the 
event of another split such as took place eight years ago, would 
put the minority party into power again. The agricultural bloc 
is the first appearance of “class consciousness” in American pol- 
itics, the assumption of the members of the bloc being that the 
American farmers, as a class, deem themselves entitled to spe- 
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cial consideration at the expense of other classes... The party 
that has boasted that it stands for “special privileges for none” 
is represented in the bloc just as if that boast had never been 
invented. The old American theory that a majority of a party 
is entitled to say for what the party shall stand and for what it 
shall not stand, is losing ground. The European scheme of many 
little parties, now coalescing and now flying asunder, seems to 
be gaining headway to such an extent that “votes of confidence” 
or lack of it, in the leadership of the House or Senate may soon 
be as commop as in Europe. The theory that the management 
of the party that was successful at the polls should continue in 
office for two or four years, unquestioned, except at the polls, 
is becoming weak and policies may hereafter be made in Wash- 
ington instead of in party conventions. 





Where Are Party Policies Made?—Party government is not 
yet a century old. During the first 34 or 35 years, members 
elected to the House and Senate made party policies and party 
nominations without any gathering of the party chieftains in 
county, state or national conventions. Possibly the adoption 
of the primary system of making nominations will do away with 
party organization so there will be no such compact organiza- 
tions, with undivided responsibility, such as prevailed until the 
coming of Roosevelt. He won against the chiefs of his party 
by appealing over their heads to the “boys in the trenches,” as 
the late Senator Quay, of Pennsylvania, used to say. The party 
organizations were strongest when business was most loosely 
organized. Now that business is strongly organized, the party 
organizations appear to be losing their hold on the individual. 
When the party organization was strongest, the real big men 
of a party did not always hold office. Now the tendency seems 
to have party policies made in Washington, instead of outside of 
Washington, so there is not that certainty as to what will be 
done in Washington that was the fact when the parties met 
in convention, adopted platforms, and then fought to carry out 
the promises. Now senators and representatives do not con- 
sider themselves under any obligation to obey the wish of a 
majority, ascertained either in a national convention or in a 
conference or caucus of the party. The caucus, binding all par- 
ticipants to stand by the action of a majority of those partici- 
pating therein, is wholly unknown. In the days of closer organi- 
zation there would be no such uncertainty as to what would be 
done by congress as there is now. Candidates for office stood 
for something definite, chiefly that the majority of the success- 
ful party should rule and that the minority in the majority party 
should make its fights in the party councils and not by combi- 
nations with factions of the rival party after election. A. E. H. 


PETROLEUM RATE CONFERENCE 


The Trafic World Washington Bureau 


An appeal for help was made te the Commission July 1 by 
carriers and shippers of petroleum and its products for settle- 
ment of an irritating situation that has; grown out of the fact 
that there are local and proportional rates to and from Missis- 
sippi and Ohio river crossings on petroleum and its products. 
The necessity for proportional rates grew out o1 the commuta- 
tion of the twenty-five per cent advance under General Order No. 
28, so far as it concerned oil, to a specific maximum of not exceed- 
ing 4.5 cents. To avoid double increases, under the authority 
of Freight Rate Authority No. 96, the carriers established pro- 
portionals to and from the rivers which placed the refiners and 
shippers at the rate-breaking points at a disadvantage of three 
cents. 

Under Ex Parte No. 74 that disadvantage became 6.5 cents. 
In cases in which the refiner at ihe rate-breaking point has his 
crude brought in by rail, he pays a double increase amounting 
to 13 cents, while the refiner in the mid-continent field who gets 
his crude. by pipe line pays only one advance of 6.5 cents. A 
formal complaint against Central Freight Association lines by 
the Indiahoma Refining Company brought the matter to such 
a pass that they sought a conference with shippers. A confer- 
ence was held in Chicago June 16. At that conference it was 
agreed there should be a meeting in Washington with Director 
Hardie on July 1 further to discuss the matter. 


The conference, as indicated by Director Hardie, was lop- 
sided in that no representatives of the western or southern lines 
were present and there were no representatives of refiners who 
have interests only in the mid-continent field. 

In behalf of the C. F. A. lines, C. H. Stinson of the Wabash 
said the only proposal on which all could agree was an advance 
of the proportionals to the level of the locals because the eastern 
trunk line and New England roads contend that any reduction 
in the locals from the river crossings would have to be reflected 
by like reductions in the locals throughout the eastern district. 
James Webster, for the New York Central, said that reduction 
in the locals from East St. Louis, where the Indiahoma has a 
refinery, closed on account of the advantage the Indiahoma’s 
Oklahoma plant has over it. Without corresponding reductions 
in the locals from other points in the central district, would 
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break an adjustment on oil rates that has been in effect for 
twenty years. 


On only one thing was there general agreement. That was 
that the 4.5 cent commutation should be wiped out. The Standard 
and non-Standard companies, with one exception, agreed to that. 
There was no division on that, as between the seaboard and the 
interior refiners, as there was at the hearing in Ex Parte No. 
74 when the seaboard non-Standard refiners stood with the 
Standard seaboard refiners in opposition to the 4.5 cent commu- 
tation, and aaginst the interior non-Standard refiners, which, at 
that time, were of the opinion that the Commission should not 
disturb that settlement. 


The 4.5 cent commutation is supposed to be of particular 
benefit to the mid-continent refiners, but F. S. Jackson, speak- 
ing for the Western Petroleum Refiners’ Association, confined 
his objection to the proposal of the C. F. A. lines to increase 
the proportionals to the level of the locals. He said half of the 
members of that association were shut down on account of the 
slackness of business, so that any increae in any rate would 
adversely affect them. 


“We feel we will not get away from our trouble until we 
get away from the basis put into effect under Freight Rate Au- 
thority No. 96,” said Mr. Stinson. He was the first to make 
an attack on the 4.5 commutation, which the Railroad Adminis- 
tration had made operative at the solicitation of Clifford Thorne, 
who, in 1918, persuaded the Standard and non-Standard parts 
of the industry to work in unison on that rate matter against 
the judgment of the Standard, for the winning of the war. 


F. W. Boltz, traffic manager for the National Petroleum As- 
sociation, the veteran of all associations in the oil industry, ap- 
proved the attack upon the commutation but said he expected 
to show the railroads soon that instead of proposing any increase 
they should be thinking of decreases as a method for obtaining 
tonnage that now moves by means other than by rail. 

Fayette B. Dow, for the American Petroleum Institute, said 
a surprisingly small percentage of petroleum and its products 
moves by rail and he wanted the railroads to get out after siatis- 
tics, such as he said he was gathering, to show that unreasonably 
high rates are driving petroleum and its products to barges, pipe 
lines and tank wagons. He said that any increase would tend to 
intensify that situation or tendency. 

W. H. Miller for the Indian Refining Company, E. W. Sieboldt 
for the Roxana and Indiahoma companies, B. L. McPherson for 
the Sun Oil Co., F. W. Boltz for the National Petroleum Associa- 
tion, C. B. Ellis for the Gulf, E. D. Sheffe for the Standard 
of New Jersey, William Jervis for the Texas, J. S. Wood for the 
Mexican Petroleum, and Edward Fall for the Inter-ocean, all 
favored the elimination of the commutation. B. J. Burchett for 
the Schaffer Oil Co. objected to its elimination. 

H. R. Smith, for the Great Southern Refining Company, ad- 
vocated continuance of the present adjustment until there 
is a general revision, because the company is able to use 
the proportionals. The combinations of locals hurt, he indicated, 
but raising the proportionals to the locals would hurt worse 


unless there was a general readjustment to bring compensating 
advantages, he said. 


The conference came to an end without agreement other 
than that another meeting should be held, probably in St. Louis, 
at the call of Director Hardie, or at least at his convenience. 

The director, by way of suggestion, asked if it would not 
be possible to reduce the local rates from East St. Louis and 
other points near the Mississippi River a little and at the same 
time bring up the proportionals a good deal. 

That suggestion brought forward E. D. Sheffe, for the Stand- 
ard of New Jersey, with an observation that if the local rates 
from C. F. A. refinery points were reduced, there should be like 
reductions from the eastern refinery points into Central Freight 
Association territory. That suggestion tended to bear out the 
contention of Messrs Stinson and Collyer that any reduction in 
the local rates in C. F. A. would carry with it reductions in 
eastern trunk line and New England territories. 


Definitely the railroads have proposed. to bring the propor- 
tionals up to the level of the locals, which would satisfy the 
Cc. F. A. refiners and not displease trunk line and border point 
refiners, but would evoke the hostility of the mia-continent part 
of the industry. The industry, outside of the mid-continent fieid, 
almost unanimously agreed that the 4.5 cent specific maximum 
applied under Freight Rate Authority No. 96 should be eliminated 
and the basis of rates in effect May 25, 1918, made the founda- 
tion for building up a new structure, but the railroads did not 
indicate what they thought of that proposal. 


Opposition thereto, especially if straight percentages were 
proposed as a substitute for the 4.5 cent specific, would be ex- 
pected from the mid-continent refiners, the ones having the long 
haul, for whose protection the maximum increase was held down 
to 4.5 cents. Their views were not definitely ascertained on such 
a proposal. They opposed, however, an increase in the propor- 
tionals because if the latter were brought up to the level of the 
locals from the rivers, the refiners would be in-as bad a posi- 
tion, probably, as if they had not had General Order No. 28 
iimited so as to hold the maximum increase to 4.5 cents. 
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RATES ON BARREL STAVES 


Another finding and order that branch-line points of origin 
well within the boundaries of a group shall receive the group 
rate has been made in No. 10255, J. D. Hollingshead Company 
vs. Adirondack & St. Lawrence, Director-General, et al., opinion 
No. 6939, 62 I. C. C. 147-150. The Commission holds that the 
rates on slack-barrel staves from Crowder, Miss., where the com- 
plainant has a mill, are not unreasonable, but unduly prejudicial 
to the extent that they exceed the rates on that commodity 
from Batesville and Charleston, junction points in the group, to 
the same destinations. The undue prejudice is to be removed, 
on or before September 24, on statutory notice. The reasoning 
in this case is the same as in Swift Lumber Co. vs. Fernwood 
& Guif, 61 I. C. C. 485. Commissioner Daniels dissented, with- 
out, however, stating the grounds of his dissent. 


In this case the central fact that the Illinois Central owns 
all the stock of the Mississippi Valley Corporation, which in 
turn owns the Batesville Southwestern, the branch line on 
which Crowder is situated, tends to differentiate the case from 
the Swift Lumber case. In the last mentioned case, the branch 
line is wholly independent of its trunk line connections. The 
Batesville Southwestern, while owned by a company that is 
owned by the Illinois Central, is independently operated. The 
complainant, disregarding the inter-corporate relationship, in- 


sisted that the Batesvillé Southwestern was a branch of the 
Illinois Central. : 


A witness for the defendants testified that because Crowder 
was on a higher rate basis than Charleston and other main-line 
points in the group, the complainant was able to obtain its raw 
material at prices lower than those paid by the main-line com- 
petitors, so that, in the last analysis, the competing stave mills 
were really on an equality. He argued that if Crowder were 
given the main-line group rates, the complainant would really 
have a commercial advantage over the main-line manufacturers 
of staves. The Commission’s report said: “We have repeatedly 
held that it is not our duty to inquire into or adjust the rela- 
tive advantages or disadvantages resulting from purely busi- 
ness or commercial conditions. The material facts in this case 
are substantially the same as those in Swift Lumber Co. vs. F. 
& G., 61 I. C. C. 485, and warrant a like conclusion.” 


DIVISIONS FOR F. P. & E. 


In a report on No. 10236, Diamond Alkali Company vs. Fair- 
port, Painesville & Eastern, Director-General, et al., opinion No. 
6943, 62 I. C. C. 161-5, written by Chairman Clark, the Com- 
mission upon further hearing said the Fairport, Painesville & 
Eastern was entitled to a division of $2.50 per car between 
March 25, 1920, and August 25, 1920, and $3.50 per car after 
August 25, on traffic exchanged between itself and the Balti- 
more & Ohio and the New York Central, at Painesville, Ohio. 
The decision as to the division had to be limited to the day on 
which the complaint was filed. 

Joint rates, in accordance with the first decision of the 
Commission, were made effective on October 1, 1919, the first 
decision, 53 I. C. C. 549, holding that the rates were unreason- 
able and that the Diamond Alkali Company, owner of the Fair- 
port, Painesville & Eastern, should have reparation. In that 
case the industrial common carrier contended that a reasonable 
division to it would be equal to its local rates and that repara- 
tion should be paid entirely by the trunk lines. 

On such a basis, the Commission, in its first decision, said 
the divisions, in many instances, would be greater than the 
switching charges absorbed by the trunk lines on similar traffic. 
It also observed that clearly an excessive allowance would be 
a rebate to the proprietary interest. It said that what would consti- 
tute a fair division of the rates was not in issue in that case 
but that if the industrial road and the trunk lines could not 
agree as to what would be a fair division, they might come back 
for a determination on that point. 

They came back because they could not agree on the amount 
of service the trunk lines would have to perform on the line- 
haul rates if their rails extended to the plant of the alkali com- 
pany. The trunk lines and the industrial road conducted tests 
to ascertain what percentage of the cost should be allocated to 
the trunk lines and what to the industry. In the first test the 
industrial road said that 54 per cent should be charged to the 
trunk lines, while the trunk lines said only 29.7 per cent should 
be charged to them. On the later test the industrial road said 
the figures were 57 per cent as the share of the trunk lines and 
the trunk lines said only 23 per cent was chargeable to the 
Service the law required them to perform. 

All this difference arose from a disagreement as to what 
service the trunk lines should perform. They contended that 


their duty was discharged when the cars reached the storage 
track of the industry. The Commission said no, that the duty 
of the trunk lines was to make one placement for loading or un- 
loading, within the plant inclosure, the tracks within the in- 
closure being suitable for performance of that service by the 
trunk lines, the rails of which do not extend to the plant. 
’ When the Railroad Administration undertook to negotiate 
for that reasonable division ordered by the Commission, it of- 
fered $1.76 per car. On the figures made in the test, the trunk 
lines thought they would be performing their whole duty if 
they paid $1.56 for the services of an engine and crew to haul 
cars over a road 4.5 miles long. None of the figures herein 
used, except the $3.50 per car, take into account the 40 per cent 
increase allowed in Ex Parte No. 74. 

The allowance of $2.50 and $3.50 per car is supposed to 


cover cost and a reasonable return on the investment devoted to 
common carrier service. 


JUNCTION POINT RATES ON M. & E. 


Reversing its former finding of undue prejudice, which it 
ordered removed, the Commission has dismissed No. 10387, Em- 
pire Steel & Iron Co. vs. Central of New Jersey, Director-General, 
et al., opinion No. 6942. It now holds the maintenance, by the de- 
fendants, of junction point rates on coal to destinations on the 
Morristown & Erie, while contemporaneously refusing to maintain 
such rates to destinations on the Mount Hope Mineral Railroad, 
owned by the Empire Steel & Iron Co., and the Thomas Iron 
Co., does not constitute undue prejudice because conditions and 
circumstances are not the same. 


Rehearing was held at the petition of the Lackawanna. 
That road said it feared that if it cancelled rates to destina- 
tions on the Morristown & Erie, the big paper mills at Whippany 
would move to Newark, N. J., and it further pointed out that 
in maintaining rates held to be unduly prejudicial it was merely 
meeting the situation created by the Erie at Morristown. 


Chairman Clark, who wrote the opinion on rehearing, 
pointed out that the Morristown & Erie connects the Erie, not 
a party to the case, with the Lackawanna, and that thereby a 
competitive situation is created which does not exist on the 
Mount Hope Mineral. The Lackawanna, at Morristown, and 
Whippany, meets the rates established by the Erie. It is under 
no such compulsion at points on the Mineral railroad nor at 
points on its own Sussex branch, the rates on which, the Lacka- 
wanna said, would be imperiled if the Lackawanna cancelled 
rates to points on the Morristown & Erie. 


Clark said it was perhaps not necessary to state that the 
fears of the defendants could afford no justification for the 
maintenance of unreasonable or unduly prejudicial rates to 
points on the Mineral road. Then he went on to point out that 
there is no such competitive conditions on the Mineral road and 
that the shippers on the Mineral cannot justly complain of the 
situation on the Morristown & Erie. He added there are no in- 


dustries on the Mineral which compete with industries on the 
Morristown & Erie. 


PULLMAN SURCHARGE IN ALABAMA 


Alabama’s refusal to allow, after December 23, 1920, the 50 
per cent surcharge for the transportation of passengers in sleep- 
ing and parlor cars has been held an unjust discrimination 
against interstate commerce in a report on No. 12214, Surcharge 
for Transportation of Passengers in Sleeping or Parlor Cars 
Between Points in the State of Alabama, opinion No. 6941, 62 I. 
C. C. 153-6. The discrimination is to be removed by the railroads 
on or before August 6, on not less than five days’ notice to the 
public and to the Interstate Commerce Commission. The Ala- 
bama commission allowed Ex Parte No. 74 increases to go into 
effect in that state for a period of six months from November 1, 
1920, unless otherwise ordered. As to the surcharge, the Ala- 
bama commission gave a further hearing and ordered its dis- 
continuance on state traffic on and after December 23. 

At the hearing in this case the Alabama commission denied 
the jurisdiction of the Commission and moved to dismiss the 
petition of the carriers on the ground that the issue presented 
was one involving only intrastate commerce which the Commis- 
sion had no authority to consider. The Alabama commission 
further contended that the Commission had no jurisdiction, be- 
cause the railroads had not taken advantage of the Alabama 
statute authorizing appeal from the Alabama commission to the 
courts of the state. The first mentioned ground for challenging 
jurisdiction, the Commission said, was considered and disposed 
of in the New York and Illinois cases. The second ground was 
considered and disposed of in the Arkansas case. 
























































REFUSAL TO SWITCH AND SPOT 


Denying the ccntentions of the complainant in toto, the 
Commission has dismissed No. 10978, Lehigh Portland Cement 
Company vs. Directoi-General, Atlantic Coast Line et al., opinion 
No. 6959, 62 I. C. C. 231-6, holding that the refusal of the Chesa- 
peake & Ohio to switch and spot cars for the complainant at 
Fordwick, Va., or to make an allowance for the service per- 
formed by the railroad of the complainant was not unreasonable, 
unjustly discriminatory, or unduly prejudicial. 

In the report, written by Commissioner Aitchison, the Com- 
mission differentiated the instant case from the ones on which 
the complainant relied for an order requiring the Chesapeake 
& Ohio to do the switching and spotting or to make an allow- 
ance by way of compensation for the work done by the engine 
and crew of the complainant. Commissioner Aitchison said the 
Chesapeake & Ohio had never done the switching at that point 
and made no allowance to the industry until after the Virginia 
Portland Cement Company, predecessor in interest of the com- 
plainant, incorporated its plant facility and called it a common 
carrier. 

Allowances made prior thereto were canceled in 1914 as a 
result of the Commission’s report in the Second Industrial Rail- 
ways case. The cement company then called upon the Chesa- 
peake & Ohio to do the switching and spotting to the interchange 
points designated by the trunk line. In the tentative report the 
examiner spoke of the interchange points as being within the 
plant industry and as having been designated by the industry. 
The complainant showed that the points of interchange were 
not indicated by the industry and that they were not within 
the plant inclosure because there is no inclosure. Aitchison 
said that if the Chesapeake & Ohio were to undertake the spot- 
ting service the present methods would probably be adhered to. 
Inasmuch as the complainant can do the work cheaper than the 
trunk line, Aitchison said the outcome probably would be the 
payment of an allowance to the industry. An order requiring 
the trunk line to extend its service, the commissioner suggested, 
therefore, would be tantamount to an order requiring it to make 
an allowance, which is what the Commission said should not be 
done. 


UNREASONABLE LUMBER RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 11104, E. I. Du Pont De Nemours & Co. 
vs. Atlantic Coal Line et al., opinion No. 6940, 62 I. C. C. 151-2, 
as to joint rates on lumber from the Carolinas and Virginia to 
Carney’s Point, N. J., because and to the extent that they ex- 
ceeded the aggregate of the intermediates. Rates to Penn’s 
yrove, N. J., made by combination, were held to be illegal be- 
cause there were joint rates in effect. The report also covers 
three sub-numbers brought by the same complainant. 


RATES ON CATTLE AND HOGS 


The Tratic World Washington Burea 


In No. 11240, Wilson & Co. of Oklahoma against the Santa 
Fe, the Commission, July 8, held unreasonable rates on beef 
cattle and hogs from Kansas City and on hogs from Sioux City 
to Oklahoma City, before and after June 25, 1918. It ordered 
new rates by September and awarded reparation. As to rates 
on cattle and hogs in double-deck cars from Kansas City, it 
held them unreasonable, prior to June 25, because in excess of 
25.5 cents, and 32 cents thereafter for single-line hauls, and 
28 cents before and 35 cents after for joint line hauls; on hogs 
in single-deck cars because in excess of 30 cents prior, and 
37 for single line and 33.5 and 40.5 cents thereafter; from Sioux 
Falls on hogs in single-deck cars, 59 cents for single and 62.5 
for joint line hauls and on double-deck cars 54.5 cents for single 
line and 57 for joint line hauls, subject to Ex Parte No. 74, and 
subject to minimum weights specified by the Director-General. 

In 11522, Swift & Co. vs. the Rock Island, the Commission 
condemned as unreasonable rates on hogs from South St. Paul, 
Sioux City, South Omaha and South St. Joseph to North Fort 
Worth on and after June 25, 1918. It ordered reparation and 
the establishment of new rates by September 1 of 43.5 cents 
for single line hauls and 45 cents for joint line hauls. in single 
decks and 38 and 39 cents in double-deck cars on the minima 
prescribed by the Director-General. 


COMMISSION ORDERS 


The National Cement Company has been permitted to inter- 
vene in No. 12592, Lehigh Portland Cement Co. vs. A. G. S. et al. 

The Commerce Club of St. Joseph, Mo., has been permitted 
to intervene in No. 12743, Swift & Co. vs. A. T. & S. F. et al. 

The complaint in No. 12696, the State Highway Dept. of 
Texas vs. Director-General, has been amended by making the 
B. & O. Railroad and other additional parties defendant. 

The Nebraska Cement Company has been permitted to in- 
tervene in Nos. 12701. The Atlas Portland Cement Company vs. 
C., B. & Q. et al., 12702, same vs. same, and 12704, same vs. same. 
The Columbia Steel & Shafting Company has been permitted 
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to intervene in No. 12479. The American Shipbuilding Company 
et al. vs. Director-General, B. & O. et al. 

Petition for rehearing of I. and S. 1263, substitution of 35 
per cent for 334% per ccnt increase in class and commodity rates 
between eastern and southern groups and the southwest, filed 
on behalf of Morris & Co. and Wilson & Co., protestants, has 
been denied by the Commission. 

The order of the Commission dated March 8 in No. 4800, 
Sloss-Sheffield Steel & Iron Co. et al. vs. L. & N. et al., which 
directed certain defendants to pay to complainants certain 
amounts as reparation, has been further amended to become 
effective September 1 instead of July 1. 

The complaint in No. 12685, Malcolm H. Reed vs. Director- 
General, has been amended by making the A. T. & S. F. Ry., 
G. C. & S. F. Ry. and G. H. & S. A. Ry. additional parties de- 
fendant 

The Virginia Coal Operators’ Assn. has been permitted to 
intervene in No. 12698, Southern Ohio Coal Exchange vs. C. & 0. 
et al. 

The Commission has reopened for further hearing No. 8418, 
Railroad Commission of Louisiana vs. Arkansas Harbor Terminal 
Railway et al., and affiliated cases, for the purpose of considering 
the reasonableness, relationship and propriety of rates on sand 
and gravel from Hart Spur, Tex., to Fort Worth, Tex. 

The complaint in No. 12561 (Sub-No. 1), Indiahoma Refining 
Co. vs. Director-General, A. T. & S. F. et al., has been amended 
by making the Ahnapee & Western and various other carriers 
additional parties defendant. 


N. DAKOTA EXPRESS RATES 


In No. 12892, North Dakota express rates, the Commission 
has entered an order providing for an investigation of intrastate 
express rates in North Dakota to determine whether unjust dis- 
crimination against interstate commerce results from the refusal 
of the Board of Railroad Commissioners of North Dakota to 
permit the American Railway Express Company to apply to 
intrastate express rates the increase of 26 per cent authorized 
by the Commission for interstate rates. The express company 
filed a petition with the Commission asking that the alleged 
discrimination be removed. The proceeding has not been set 
for hearing. 


REPAIRS IN OUTSIDE SHOPS 


Attorney-Examiner F. H. Barclay has reached the final 
stage, for the present, at least, in the hearings in the matter of 
repairs to equipment in outside shops, ordered by the Commis- 
sion at the request of railroad labor organizations in No. 12066, 
The question of these repairs was brought up in January, at 
which time the charge was made by the union leaders that the 
practice of “farming out” locomotives for repair to the Baldwin, 
American, and other locomotive works was costing the roads far 
in excess of what it would cost to do the work in their own 
shops. The charge was made that the carriers were doing this 
so that they could “lay off” their own shop forces and thus 
discredit the labor organizations. 

The charges, coming at a time when the roads were appear- 
ing before the Labor Board at Chicago, pleading for the abroga- 
tion of the national agreements and a reduction in wages on 
account of high operating costs, caused the Commission to order 
the investigation to determine whether or not a saving could 
be affected in locomotive repair work. 

Hearings had already been held at Philadelphia, New York, 
Wilmington, N. C., and Norfolk, and Mr. Barclay, during his 
present stay in Chicago, is taking testimony regarding these 
practices on the C. & N. W., the C. M. & St. P., and the C. B. 
& Q. No further hearings will be held until September or Octo- 
ber, when they will be continued at New York, Chicago, and 
possibly St. Louis. 

In general, the carriers have not been denying that repairs 
in outside shops cost more than if done in railroad shops. Their 
position is that with the unprecedented amount of repair work 
necessary after the return of the roads to private ownership, 
and with the capacity of their shops reduced by the introduc- 
tion of the eight-hour day and the lowered morale of the workers, 
it was necessary to have this work done outside in order to 
maintain service. Stocks of repair materials were also low, they 
allege, since the regional purchasing committees of the Railroad 
Administration had adopted a policy of interchanging these ma- 
terials between roads wherever possible. 


INTERSTATE R. R. CO. STOCK 


The Interstate Railroad Company, in finance docket No. 
1445, has been authorized to issue $3,000,000 worth of its capital 
stock for sale to the Virginia Coal & Iron Company, which owns 
all the outstanding stock of the railroad company, except quali- 
fying shares. This authority is in furtherance of the plans of 
the railroad to construct the extension authorized in finance 
docket No. 38, down the valley of the Guest River, to a connec- 
tion with the Carolina, Clinchfield & Ohio. The extension, which 
includes the purchase of a part of the Norton & Northern, will 
cost approximately $2,967,500. 
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RATE ON ROCK SALT 


In a tentative report on No. 12157, Kansas Rock Salt Co. 
vs. A. T. & S. F. et al., Examiner John A. McQuillan has recom- 
mended a finding that the legally applicable rate on rock salt 
from Little River, Kans., to South St. Paul on the shipments 
therein involved was unreasonable because and to the extent 
that it exceeded 24.5 cents and that the legally applicable rate 
to East St. Louis was unreasonable to the extent that it exceeded 
18 cents, and that reparation should be awarded. The report 
also covers No. 12163, Same, et al. vs. Director-General, and No. 
12164, Same vs. Same. In the first mentioned case, rates for 
the future were asked. In the two last mentioned, reparation 
only was asked. At the hearing of the main case the Morton 
Salt Co intervened in behalf of complainants on account of its 
interest in rates from Hutchison and Kanapolis, Kans. 

The complainant asked for a rate of 23.3 cents to Chicago 
and 18 cents to East St. Louis, with a minimum of either 80,- 
000 or 100,000 pounds, subject to the provision that if a small 
car were furnished the minimum should be the marked capacity 
of the car. 

At the time the complaints were filed the complainants were 
not shipping salt to either Chicago or East St. Louis. They 
claimed the rate adjustment forced them to close their mines 
because of the more favorable adjustment from points in Louisi- 
ana, Michigan and New York. Rates on salt from the various 
fields have been the subject of almost, if not as much controversy, 
as rates on sugar. 

In the cases in which reparation was demanded, Nos. 12163 
and 12164, the examiner found that the shipments, made in the 
fall of 1919 were overcharged, hence the necessity for recom- 
mending rates for the future, not on the basis of rates assessed, 
but rates which he said were the legally applicable ones. 


CABBAGE WEIGHTS AND CHARGES 


A recommendation of dismissal has been made by Examiner 
Lawrence Satterfield in a report on No. 12236, Providence Fruit 
& Produce Exchange et al. vs. Seaboard Air Line, Director Gen- 
eral, et al., Satterfield thinks the Commission should hold that 
neither the defendants’ rules providing estimated weights on 
cabbage in crates from Coleman, Fla., to Providence, R. I., nor 
the charges collected on the shipments in issue made in Febru- 
ary, 1920, were unreasonable or otherwise unlawful. The com- 
plaint was that the estimated weights and charges were unrea- 
sonable to the extent that the charges exceeded those which 
would have accrued on basis of the actual weight. The exam- 
iner said that the contention of the complaints, in substance, was 
that where shippers have facilities for obtaining actual weights, 
charges should be based thereon rather than upon estimated 
weights and that the tariffs should so provide. Affidavits were 
submitted showing the average weights of crates in three cars 
to have been 112, 102 and 100 pounds, respectively. The estimat- 
ed weight is 120 pounds. There are no railroad scales for weigh- 
ing carload freight of this kind in Florida except at Jacksonville, 
and the defendants said that to attempt to weigh the cars at 
that point would not only cause a delay sufficient to miss the 
markets, but in many cases would result in damage to shippers. 


GASOLINE AND IRON PIPE 


Attorney-Examiner Charles F. Gerry, in a report on No. 12333, 
Standard Oil Company (California) vs. Atchison, Topeka & Santa 
Fe, Director General, et al., has recommended a finding of un: 
reasonableness as to rates on gasoline from Fort Worth, Tex., 
and Ardmore, Okla., to Brawley, Cal.; from Dallas and Iowa 
Park, Tex., to Calipatria, Cal., and from Greybull, Wyo., to Kla- 
math Falls, Ore., and on wrought iron pipe from McKeesport, Pa., 
to Taft., Cal., during federal control. 

According to Gerry’s report the decisive question in the 
case was as to whether rates on gasoline and wrought iron pipe, 
to points more distant than Brawley, Calipatria, Taft and Kla- 
math Falls, through the application of the intermediate clause, 
were legally applicable to the destinations mentioned. The car- 
Tiers admitted that lower specific through commodity rates ap- 
Dlied to the farther distant points than to the intermediate des- 
tination points of the shipments, but also contended that the 
rates charged were the legal ones. They held that the inter- 
mediate application rule could not be applied because, in the 
tariff in which the rule was published, there were no rates on 
gasoline and wrought iron pipe to the destinations. Gerry said 
that failure to put rates into the tariff providing the rate basis 
does not operate to make the intermediate clause inapplicable. 
He found rates on wrought iron pipe and gasoline to the points 
i question by applying the rule to rates found in other tariffs, 
and said the Commission should award reparation for $878 on the 








nine carloads of gasoline and an equal number of cars of wrought 
iron pipe. 


REPARATION DENIED 


A recommendation of dismissal has been made by Exam- 
iner Howard Hosmer as to No. 12250, William Danzer & Co., 
Inc., vs. Gulf & Ship Island et al., in which the complainant 
sought reparation on the ground of misrouting of a carload of 
yellow pine lath shipped about August 30, 1917, from Lyman, 
Miss., to Wilkesbarre, Pa. 

The facts of the case are unusual. The complainant, by 
reason of the failure of the lath to arrive about the time ex- 
pected, lost a sale. When the shipment arrived at Wilkesbarre, 
the complainant declined to accept delivery on the ground 
that the shipment had been misrouted and, in effect, converted 
in transit by the carriers. The lath was sold by the Pennsyl- 
vania under its lien for transportation, demurrage, storage and 
unloading charges, aggregating $473.51. The Pennsylvania ob- 
tained only $200 from the sale. The testimony showed that the 
customer to whom the lath was going refused it when it had 
failed to arrive at Hagerstown, Md., by September 15, as ex- 
pected. At the time of the shipment, the testimony showed, 
the lath was worth about $480. The freight charges on the 
lawful tariff would have been $164.68. The complainant argued 
that the action of the defendants was tantamount to conversion, 
and asked for reparation in the sum of $315.22, the difference 
between the estimated market value and the freight charges. 

On brief, the Pennsylvania Railroad contended that the claim 
was barred by the two-year statute of limitation and that, as it 
was barred at the time of the passage of the transportation act 
of 1920, it was not revived by section 206 (f). In view of the 
finding, Hosmer said, that contention would not be discussed, 
though he called attention to the fact that in Mulkey Salt Com- 
jany vs. Director General (61 I. C. C. 669), the Commission 
awarded reparation for misrouting on shipments which moved 
in December, 1917, but on which complaint was not filed until 
July, 1920. 

Hosmer said the sale was not broken by reason of the mis- 
routing, which was not denied, but because the Gulf & Ship 
Island could not forward the car prior to September 15, the N. 
O. & N. E. refusing to receive it because of embargoes. He 
said the delay in starting the shipment may have been the cause 
of the refusal of the customer, but that for such a damage the 
Commission could not award reparation. He said that repara- 
tion in misrouted cases was most commonly awarded where addi- 
tional transportation charges accrued as a result of the failure 
of the carriers to obey shipper’s instructions, or where, in the 
absence of such instructions, a more expensive route was used 
by the carrier than was available. 


TEAMSTERS’ ACTION NOT BINDING 


In a report on No. 12240, Phoenix Refining Company et al. 
vs. A. T. & S. F., Examiner J. P. McGrath recommended a holding 
that the acceptance and signing of bills of lading by a teamster 
were not binding on the complainant; also that the originating 
carrier was responsible for the movement of two carloads of 
second-hand pipe over a route via which the applicable rate 
exceeded the lowest available combination. Two carloads of 
second-hand oil well casing and supplies moving in November, 
1916, from Howard, Kan., to Anadarko, Okla., were involved. A 
rate of 65.3 cents was collected. The legally applicable rate over 
the route of movement was 77 cents. A teamster was employed 
by the complainant to load the cars. He accepted and signed 
bills of lading over the route of movement, which had been pre- 
pared by the railroad agent. The teamster, apparently, had not 
the slightest authority from the complainant, who, on the con- 
trary, had requested the agent to notify him when the cars 
were available for loading so that he could attend to the ship- 
ment. The lowest combination was 43 cents, to which basis the 
examiner recommended reparation. 


INDIANA COAL RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Harris Fleming, in a re- 
port on No. 11716, Clinton Paving Brick Co. et al. vs. Chicago & 
Eastern Illinois, Director General, et al., as to intrastate rates 
on soft coal from mines in the Clinton district to Clinton and 
Locan, Ind. The recommendation also covers No. 11723, National 
Drain Tile Co. vs. Same. His recommendation is that the rates 
be held unreasonable because and to the extent that they ex- 
ceeded 55 cents from mines involved in No. 11716, and 60 cents 
from those involved in the other, to the destinations mentioned 
and that reparation be to those bases. 
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In a tentative report on No. 11816, Southern Fire Brick & 
Clay Co. vs. C. & E. L., Director General, et al., Examiner Harris 
Fleming recommends a condemnation of unreasonableness as to 
the rates on soft coal, during federal control, from mines in the 
Clinton district and from Ehrmandale, Ind., to Mt. Silica, Ind., 
because and to the extent that they exceedéd 65 cents from the 
Clinton district and 70 cents from Ehrmandale. He recom: 
inended reparation to the basis of the rates mentioned. 


RATES ON SMITHING COAL 


Examiner Harris Fleming has recommended the dismissal of 
No. 11804, Tuffli Bros. Pig Iron & Coke Co. vs. Director General, 
et al., on a holding that the rates on carloads of smithing coal 
from Douglas, W. Va., to destinations in Iowa, Nebraska and 
Wisconsin, and on coke from Jamison, Pa., to destinations in 
Iowa and Wyoming were not shown to have been unreasonable, 
from June 25, 1918, to the end of federal control. 


RATE ON PIG IRON 


An order of dismissal has been recommended by Examiner 
Henry B. Armes in a report on No. 11543, Shibakawa & Co., Inc., 
vs. Philadelphia & Reading et al., on a holding that the rate 
of 60.44 cents on 27 carloads of pig iron from Pottstown, Pa., 
to San Francisco for export, shipped in May and June, 1917, 
was not unreasonable, although there was at the time a com- 
modity rate of 52.6 on manufactured iron and steel articles from 
Philadelphia and Philadelphia rate points, including Pottstown, 
to San Francisco for export. The recommendation is in line 
with the Commission’s decision in Suzuki & Co. vs. Director- 
General, 62 I. C. C. 144, the ground of that decision being that 
it was not unreasonable to impose class rates on the shipments 
of pig iron, which theretofore and not since, had not been made 
to the Pacific ports for export. War conditions caused the un- 
usual movement of the raw material, instead of the finished 
product, to the Pacific port, for export. 





DEMURRAGE ON HAY 


An award of reparation has been recommended by Examiner 
J. P. McGrath in a report on No. 12257, C. F. Arnold & Co. et al. 
vs. Texas & Pacific et al., on a holding that the demurrage 
charges assessed on a carload of hay from Richards, Mo., to 
Homer, La., held at Shreveport, whence it was reconsigned, in 
August, 1919, were illegal in part. The car arrived at Shreve- 
port August 20, but the complainant received no notice thereof 
until September 12, although he made repeated requests to be 
notified. But after he received notice no reconsignment order 
was given until a week after notice of arrival. 





RULING ON DIVISIONS 

In a tentative report on No. 12004, Wichita Northwestern 
vs. Chicago, Rock Island & Pacific -and Missouri Pacific, Ex- 
aminer Frank E. Mullen has recommended a holding that the 
divisions out of joint rates received by the complainant since 
August 26, 1920, were and are not unreasonable, except as to 
the divisions on grain and grain products, from points on the 
complainant’s line, which were increased 5 cents per 100 pounds. 
As to them, Mullen said the Commission should hold they were 
unreasonable, from and after November 30, 1920, because and 
to the extent that they were less than 11.5 cents. 


COTTON TWINE AND SWEEPINGS 


A holding of unreasonableness and an award of reparation 
have been recommended by Attorney-Examiner Charles F. Gerry 
in a report on No. 12347, California Cotton Mills Co. vs. Director- 
General, as agent. He said the Commission should hold that 
the charges on shipments of cotton twine and cotton factory 
sweepings from Uniontown, Ala., to Pacsteel, Cal., between 
September 13, 1919, and January 21, 1920, both inclusive, were 
unreasonable to the extent that the charges exceeded those that 
would have accrued at the legally applicable rates and actual 
weights. The consignor ordered large cars, but the initial car- 
rier, for its own convenience, furnished smaller cars in lieu 
thereof. The two for one rule was not observed, hence the 
complaint. 





MOSHASSUCK VALLEY A COMMON CARRIER 


Examiner F. E. Early, in a report on No. 11983, Moshassuck 
Valley Railroad Company vs. N. Y. N. H. & H. R. R. et al., has 
recommended a finding that the complainant is a common carrier 
entitled to receive divisions out of joint interstate rates, or 
absorptions of switching charges, under appropriate tariffs, from 
its trunk line connections, but, he said, the present divisions 
should be held not unreasonable or less than compensatory. 
Inasmuch as the finding that the present divisions are reason- 
able is predicated on the reduced expenses resulting from the 
application of the average demurrage arrangement which Early 
recommended for extension to the Moshassuck, the Commission, 
he said, should hold that the same arrangement should be ap- 
plied to all foreign freight cars delivered to the Moshassuck 
Valley by the New Haven from and after the date of the filing 
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of the complaint. In other words, the provisions of the hybrid 
average demurrage arrangement which the Commission has pre- 
scribed for the industrial common carriers in a number of cases, 
should have retroactive application to the Moshassuck. 


LUMBER, CALIFORNIA TO CANADA 


Attorney-Examiner Charles F. Gerry has recommended the 
dismissal of No. 12319, California Sugar & White Pine Co. 
vs. Director-General, as agent, on a holding that the charges 
on lumber from points in California to destinations in Ontario, 
Canada, had not been shown to be unjust or otherwise unlawful 
because of the refusal of the defendants to refund charges in 
excess of those legally applicable in currency of the United 
States. The shipments consisted of 21 carloads of lumber. The 
freight charges were paid in Canadian money. On claims for 
overcharges, the Director-General offered to pay the money 
which he had received. Gerry said that the Commission should 
hold that the provisions of the act against unjust discrimination 
speak only to the carriers subject to the Commission’s jurisdic- 
tion in this country individually and only in respect of those 
things for which they are responsible. 





MIXED OR NITRATING ACID 


A finding that the rates during federal control on mixed or 
nitrating acid in tank cars from Hopatcong and Haskell to Arling- 
ton, N. J., were unreasonable, has been recommended by Exam- 
iner F. E. Early in a report on No. 11998, E. I. Du Pont De 
Nemours & Co. vs. D. L. & W., Director-General, et al. He said 
the finding should be that the rates were unreasonable to the 
extent that they exceeded 6.5 cents from Haskell and 11.5 cents 


from Hopatcong and that reparation be made to the basis of 
those rates. 





GRAIN RATES IN CALIFORNIA 
Examiner John B. Keeler has recommended the dismissal 
of No. 11955, Albers Bros. Milling Company vs. Director-General. 
on a holding that the complainant had not shown itself to have 
been damaged by alleged unduly prejudicial rates on a carload 
shipment of grain and grain products between Oakland and 
other points in California during federal control. The com- 
plainant’s maximum disadvantage in rates in comparison with 
those applicable to and from South Vallejo was 3 cents on the 
inbound and 3.5 cents on the outbound shipments. On most of 
the traffic, Keeler said, the disadvantage was one-half a cent, 
but that the complainant had not shown any damage. 
RATES ON SOFT COAL 
In a report on No. 12184, A. W. Hillebrand Company vs. Di- 
rector-General, as agent, Examiner John H. Howell has recom- 
mended a holding that the rate on soft coal from Casselman, 
Md., to St. George, Staten Island, N. Y., in the period of federal 
control was unreasonable because it exceeded $1.65 per gross 
ton; that the rates from Belmont, Ponfeigh, and other points on 
the B. & O. in the Meyersdale district in Pennsylvania to Wee- 
hawken, N. J., for Erie delivery, were not unreasonable, but 
that shipments from points on the Pennsylvania to Weehawken 
for Erie delivery were in excess of the legally published rates. 
The report also covers 12187, Same vs. Same, and No. 12188 
Same vs. Same. 
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RATE ON LUBRICATING OIL 


Dismissal has been recommended by Examiner J. P. Mc- 
Grath, in a report on No. 12161, Standard Asphalt & Refining 
Company vs. Missouri Pacific, Director-General, et al., on a hold- 
ing that a rate of 29.5 cents on a carload of lubricating oil, 
shipped intrastate, October 22, 1919, from Independence to Eldo- 
rado, Kan., was not unreasonable and that the shipment was 
not misrouted. The shipper routed the shipment, “Mo. Pac.- 
Santa Fe Dely.,” and inserted the rate of 29.5 cents. Over a 
route other than the one the Missouri Pacific used, a rate of 
14.5 cents applied. The examiner said the complainant had not 
shown damage by reason of the undue prejudice suggested by 
the fact that there was a lower trate than the one inserted in 
the billing. 


COAL DIVISIONS FOR FEDERAL VALLEY 


Examiner Paul O. Carter has recommended the dismissal 
of No. 12030, Federal Valley R. R. Company vs. Toledo & Ohio 
Central et al., on a holding that the divisions accorded the com- 
plaining carrier since December 20, 1920, out of the joint rates 
on coal from mines on its line to destinations in Illinois and 
other states and had not been shown to be unreasonable, in- 
equitable or otherwise unlawful. The railroad is controlled by 
the Black Diamond Company, which undertook to operate it as 
an industrial switch line, but the authorities of Ohio compelled 
the Black Diamond Company to organize a common carrier com- 
pany and operate it as such. 








RATE ON FUEL OIL 


In a report on No. 12218, Empire Refineries, Inc., vs. A. T. 
& S. F., Director-General, et al., involving five carloads of fuel 
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oil from Ponca City, Okla., to Arkansas City, thence reconsigned 
to Hutchinson, Kan., four of which were returned from Hutch- 
inson to Ponca City, Examiner J. P. McGrath recommended a 
holding that the rate on the return movement from Hutchinson 
to Ponca City was not unreasonable nor unduly prejudicial, but 
that the charges from Arkansas City to Hutchinson were un- 
reasonable, because and to the extent that they exceeded those 
that would have accrued at a rate of 14.5 cents. 


RATES ON BARRELS AND KEGS 


An order of dismissal has been recommended by Examiner 
Warren H. Wagner, in a report on No. 12205, Pioneer Cooperage 
Company et al. vs. B. & O. et al., on a holding that rates on new, 
empty, slack, and tight wooden barrels and kegs, carloads, from 
St. Louis to Evansville, Ind., Louisville and Cincinnati, were not 
unreasonable, unjustly discriminatory, or unduly prejudicial. 
The complaint was that they were unjust, unreasonable, unjustly 
discriminatory, and unduly prejudicial in comparison with the 
rates from Memphis to the same destination. 


OLD PRINTERS’ ROLLERS AND CORES 


Examiner Bronson Jewell has recomménded the dismissal 
of No. 12025, Chicago Roller Company et al. vs. A. T. & S. F., 
Director-General, et al., on a holding that the ratings on old 
printers’ rollers and printers’ roller cores, less than carloads, in 
Official and Western Classification territories, were and are not 
unreasonable, unjustly discriminatory or unduly prejudicial. 


RATES ON SAND TO KANSAS CITY 


A finding of undue prejudice and a denial of reparation have 
been recommended by Examiner Richard T. Eddy in a report 
on No. 12117, Stewart Sand Company vs. A. T. & S. F. et al., as 
to rates on sand from Grinter, Kan., to points in the switching 
district of Kansas City. Eddy said the Commission should hold 
that the rates were unduly prejudicial to the extent that they 
exceeded rates on sand from Muncie, Kan. At the time the 
complaint was filed the minimum was 100,000 pounds from Grin- 
ter, while the minimum from other points was the marked ca- 
pacity of the car. Before the case was heard the minimum 
was changed to the marked capacity, so that Grinter, in that 
respect, was on a parity with other sand pits near Kansas City. 


RATES ON SCRAP ALUMINUM 


A finding that rates on scrap aluminum, in straight or mixed 
carloads, from points in Texas, Oklahoma and Arkansas to Chi- 
caog and St. Louis, are and for the future will be unreasonable 
and unduly prejudicial, has been recommended by Examiner 
John A. McQuillan, in a report on No. 12260, Lowenthal Company 
et al. vs. Chicago & Northwestern et al., because and to the 
extent that they exceeded or may exceed rates on straight or 
mixed carloads of scrap copper, brass and tin. Fourth class is 
generally applied on bath carloads and less than carloads. No 
claim for reparation was made by any of the complainants. There- 
fore, the examiner said, no reparation should be awarded. 


RATE ON WOOL 


Examiner C. I. Kephart, in a report on No. 12096, Botany 
Worsted Mills et al. vs. Boston & Albany, Director-General, et 
al., has recommended dismissal on the ground that the rate on 
wool in the grease, from Boston and East Boston, Mass., to Pas- 
saic, Dundee, Clifton and Garfield, N. J., between January 1, 
1919, and October 24, 1920, was not unreasonable or unjustly 
discriminatory, and that the complainants were not shown to 
have been damaged by the undue prejudice alleged. The rate 
under attack was three cents higher than the rate on wool in 
the grease to Philadelphia. On October 24, 1920, the commodity 
rates to Philadelphia were canceled, so the third class rates, 
which had been charged to the New Jersey points, became ap- 
plicable to Philadelphia. 


RATE ON ROASTED ZINC ORE 


Attorney-Examiner William B. Hunter has recommended the 
dismissal of No. 11654, Grasselli Chemical Company vs. B. & O., 
Director-General, et al., on the ground that the rate on roasted 
zine ore, from Canton, O., to Terre Haute, Ind., between July 
15 and August 20, 1918, was not unreasonable. A sixth class 
rate of $4.48 was applied. Subsequently, at the solicitation of 
the complainant, a commodity rate of $2.40 was published. War 
conditions made it necessary to ship 33 carloads before a com- 
modity rate could be put in. 


RATES ON YELLOW PINE 

A finding of unreasonableness and an award of reparation 
and reasonable maximu mrates are recommended by Examiner 
Henry C. Keene in a report on No. 12103, Parkersburg Rig & 
Reel Co. vs. Texas & Pacific et al., as to rates on yellow pinne 
from Ranger, Tex., to Duncan, Tulsa, and Walters, Okla. He 
said the Commission should hold that the rates were, are, and 
for the future will be, unreasonable to the extent that they ex- 
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ceeded, or may exceed, 39 cents, and that reparation to that 
basis should be made. 


LAKE CARGO COAL RATES 
The Trafic World Washington Burcau 


An unexplained delay in the matter of short time permis- 
sion to the railroads to change their tariffs respecting lake cargo 
coal came to the attention of those interested in the matter in 
the days immediately following the disclosure of the fact that 
some of the carriers had asked for short time permission to 
change the reduced rate on coal of that kind, so as to have the 
reduced rates apply only as proportionals on the coal sent beyond 
the upper lake ports. Applications for short time permission 
were filed by all the principal carriers of that kind of coal, ex- 
cept the Bessemer & Lake Erie and the Wheeling & Lake Erie. 
No action had been taken on any of the applications at the time 
this was written (July 6). The ordinary inference was that 
action on the earlier applications was being held up because 
the two carriers mentioned had not asked permission to trans- 
form the unlimited rates into proportionals. 

Opposition to the change came from some of the upper lake 
dock operators because the change from unlimited to propor- 
tional rates would have the effect of forcing them to increase 
the price of coal to consumers at the ports. In other words, 
converting the reduced rates from unlimited ones to proportionals 
would make it impossible for them to shade prices at the ports 
and would confine their shading operations to destinations be- 
yond the ports where, presumably, they encounter the competi- 
tion of coal from Illinois in a keener way than at the ports. 

In that opposition they have the support of east-bank con- 
sumers of coal, who have always contended that the carriers 
that take the coal to the lower lake ports have no interest in 
the commodity after it has reached the lower lake ports. The 
east-bank consumers were interested in getting coal at lower 
rates, not merely in seeing to it that their west-bank competi- 
tors did not obtain it at rates lower than they paid, although 
their first interest was to see that their west-bank competitors 
did not obtain their fuel at lower rates than available to them- 
selves. 

East-bank consumers are preparing complaints (and some 
have been sent to the Commission, but were not available to 
the public at the time this was written) complaining that the 
rates were and are unreasonable and violative, in addition, of 
the second and fourth sections of the act. Among the users of 
coal said to have prepared complaints are the Michigan Alkali 
Company, the Huron Portland Cement Company, the Inland Steei 
Company, and the Diamond Crystal Salt Company. 

Demands for reparation are to be featured in these com- 
plaints, according to reports in circulation about them before 
they were put on the files of the Commission. Such demands 
are to be pressed notwithstanding the impression, created by a 
long line of decisions of the Commission, that they will be 
futile, unless there can be such preof of damage as will make 
rejection impossible. Proof that the complainants paid more 
for their coal and that the higher price was due to the higher 
freight rates, judging from prior reports of the Commission, 
will not be sufficient to prove damage, although that is all that 
is needed when a rate has been shown to have been unreason- 
able. Commissioner Hall has persuaded his colleagues that 
violation of law does not carry a presumption of damage is the 
sound principle on which to dispose of claims for reparation on 
account of undue prejudice. 





LOAN FOR M., K. & T. OF TEXAS 
The Commission has approved a loan of $450,000 to C. E. 
Schaff, receiver of the M., K. & T. of Texas, to aid him in pro- 
viding himself with new equipment consisting of 300 fifty-ton 
steel tank cars of 10,000 gallons capacity at a total cost of $902,- 
169. The receiver will finance $452,169 of the purchase. 


SAN DIEGO & ARIZONA NOTES 


The San Diego & Arizona Railway Company has been au- 
thorized by the Commission to issue within 60 days of date of 
order (June 29) two promissory notes of $688,817.67 each and 
6 per cent interest thereon from March 1, 1921, to date of issue, 
one being payable to the Southern Pacific Company and the 
other to the J. D. and A. B. Spreckels Securities Company, one 
day after date, with 6 per cent interest. The notes cover in- 
debtedness for advances made to the San Diego & Arizona by 
the two companies, which own the capital stock of the applicant 
company in equal parts. The proprietary companies between 
June 30, 1920, and February 25, 1921, advanced $1,377,635.33 in 
cash to the San Diego for investment in road and equipment, 
operating expenses, materials and supplies, interest on funded 
debt, rent for equipment and taxes, and the notes cover the 
advances. 


The greatest traffic library and the most complete 
tariff file in the world are available for use in serving 
subscribers to THE DAILY TRAFFIC WORLD. 







































































































WESTERN HAY AND GRAIN RATES 


The Trafic World Washington Burcaw 


Attacking the rates on grain, grain products and hay be- 
tween points in the western groups, as increased under Ex Parte 
74, as unjust, unreasonable, unjustly discriminatory and unduly 
prejudicial, the Public Utilities Commission of Kansas, on be- 
half of the Kansas grain and hay shippers, petitioned the Com- 
mission, July 7, to institute proceedings on its own motion and 
inquire into the “reasonableness and nondiscriminatory charac- 
ter of the present interstate freight rates applicable on grain, 
grain products and hay between points in the western group.” 
The peitioner asked that the carriers operating in the western 
group be cited as respondents. 

The petition was presented to Chairman Clark July 7, by 
Clyde M. Reed, chairman of the Kansas commission, who was 
accompanied by Senators Capper and Curtis and the representa- 
tives in Congress from Kansas. Mr. Reed said South Dakota 
would intervene in the proceedings and that probably the other 
western grain and hay producing states would intervene. In 
the event the Commission declines to grant the prayer of the 
petitioner, the Kansas commission, Mr. Reed said, will file a 
formal complaint against the carriers in the western group. 

“The purpose of this application,’ the Kansas commission 
said in its petition, “is to call to the attention of the Commis- 
sion the exigencies of the grain and hay industries and to sug- 
gest to your honorable body the advisability, desirability and 
necessity of giving prompt consideration to the matter of a 
reduction in interstate freight rates on grain, grain products 
and hay in the western group, with a view to affording relief 
commensurate with the needs of these industries.” 

Citing the 35 per cent increase in the western group under 
Ex Parte 74, the Kansas commission set forth that “these rates 
vitiate all attempts at a readjustment towards economic normalcy 
and are, under present conditions, unjust, unreasonable, unjustly 
discriminatory and unduly prejudicial in violation of sections 
1 and 3 of the interstate commerce act. 

“Owing to the great reduction in the market price of grain, 
grain products and hay, which reduction has not been accom- 
panied by corresponding relative reduction in freight rates, the 
grain and hay producers of the state of Kansas are financially 
in a precarious condition and it is of supreme importance that 
your honorable body take such immediate action as will insure 
them relief from these burdensome freight rates. The appli- 
cant directs your attention to the rates on grain, grain products 
and hay in the western group because of the great volume of 
grain and hay production therein located and particularly be- 
cause of the fact that grain and hay production are basic in- 
ductries of Kansas and their status is the barometer by which 
the general condition of the citizens of this state is determined. 

“Your applicant would further show that the emergency 
that actuated your decision in Ex Parte 74 has passed and that 
with the relief granted to the carriers by the wage labor board 
and through economies voluntarily initiated by the carriers 
themselves they will under honest, efficient and economical man- 
agement earn a fair return upon the value of the property used 
and useful in transportation in the western group.” 

The petitioner further says that since the decision in Ex 
Parte 74, grain, grain products and hay have relatively declined 
more in market value and at present more nearly approach the 
pre-war basis than other staple commodities, which situation 
indicates that the horizontal increase, authorized on all traffic 
in Ex Parte 74, now creates a mal-adjustment of rates which 
should command the Commission’s immediate attention. 

“The existing economic condition is such as to warrant 
giving grain, grain products and hay freight rates first con- 
sideration in the inevitable revision of transportation rates,” 
the Kansas commission said. 

“Your applicant further represents that present interstate 
freight rates on grain, grain products and hay are prohibitory 
and that after paying producing costs and freight rates, very 
little if any return accrues to the grain and hay producers. This 
condition, if prolonged, would lead to bankruptcy and ruin of 
the grain and hay producers of the west. With prices allowing 
very little if any return above production costs and transpor- 
tation costs approximately 70 per cent above pre-war basis, the 
situation is alarming and demands early and most profound 
consideration. 

“Your applicant would further show that the conditions here- 
inbefore cited have reduced the grain and hay producing busi- 
ness to a precarious state and that unless immediate relief is 
granted insolvency is threatened. The extent of the destructive 
force of such a situation cannot be lightly considered. When 
the farmer cannot pay the merchant and the merchant cannot 
pay the wholesaler and the wholesaler cannot buy what he 
cannot sell, the business structure of the west is destroyed. 
Banks at the present time are finding it difficult to collect loans 
on farms and farm products and grain and hay shippers are 
being forced on the market with their products at a sacrificial 
price to obtain funds to liquidate their debts.” 

The state commission asked for a speedy hearing and for 
an opportunity to prove the allegations of the application. 

After the application of the Kansas commission was sub- 





THE TRAFFIC WORLD 






Vol. XXVIII, No. 2 








mitted, Chairman Clark said it would be taken up in conference 


with the other members of the Commission. He asked that Mr. 
Benton, general solicitor for the state commissions, ascertain 
whether it would be agreeable, if an investigation should be 
ordered, for the representatives of the giain producing states 
to appear before the Commission in Washington and thus elimi- 
nate the necessity for holding hearings in the various states. 
Mr. Benton, after the meeting, wired the state commissions in 
the western group to get their views. The plan of holding one 
hearing before the Commission would expedite the case, it was 
pointed out, and a speedy determination of the issues involved 
was requested by Chairman Reed and the Kansas delegation. 

The attitude of Chairman Clark at the conference was re- 
garded by Chairman Reed as favorable to the granting of the 
application. Chairman Clark pointed out that any readjustment 
of grain rates in the western group would necessarily affect the 
rates to the Atlantic seaboard and the Gulf coast, and indicated 
that if a readjustment of the rates in the western group were 
undertaken, similar action would have to be taken with respect 
to the rates in other groups. 

Chairman Clark said the Commission realized the serious 
situation in the agricultural states and that it would approach 
the matter sympathetically. 

If the petition is granted, it is probable that a hearing will 
be arranged before the Commission within the next thirty days. 

Chairman Reed predicted a shortage of box cars in Kansas 
within the next ten days. He estimated the wheat crop in that 
state at from 125,000,000 to 135,000,000 bushels and said although 
the carriers had promised to have 21,000 cars in Kansas by 
July 10 for the movement of the wheat crop they had not, in 
fact, more than one-third of that number there now. He said he 
could not understand why roads such as the Santa Fe, Union 
Pacific and C. B. & Q. had not put their box cars in condition 
to handle the grain crop. He said the tendency this year would 
be to move more of the grain crop immediately after the harvest 
than in previous years, as the farmers need money and wish 
to market their wheat at once. 


Efforts were made by Kansas officials, Mr. Reed said, to 
get the carriers to agree to making voluntary reductions in 
grain rates, but the representatives of the railroads said under 
existing conditions they could not reduce the rates. A con- 
ference was held early in June between Governor Allen and Mr. 
Reed, and representatives of the carriers, but nothing came of 
it. It was then decided to petition the Commission to institute 
an investigation. 


The Kansas congressional delegation submitted the follow- 
ing statement to the Commission: 


The Public Utilities Commission of the State of Kansas is filing 
with you a petition asking for early investigation with a view to 
substantial reduction in the interstate rates on grain, grain products 
and hay, for the western group, the petition being filed in behalf of 
all the grain and hay shippers of Kansas. : re 

As members of the Kansas Congressional delegation and familiar 
witk the very serious conditions in the Central West, we make a 
most earnest appeal for an early hearing on this petition. The crit- 
ical situation in which the grain, hay and live stock shipper finds 
himself certainly needs no statement or emphasis. It is a matter of 
great and grave national concern. In this period of deflation the 
agricultural producer has been hit very much harder than anyone 
else. His products are back to a pre-war level, which can be said 
of no other group of commodities. Adding tremendously to the de- 
plorable condition in the agricultural section is the ruinous burden 
of the freight charge, which in many cases is actually prohibitive. 

The Kansas wheat crop has just been harvested and the bulk of 
the movement must take place within the next ninety days. Early 
relief in the matter of freight rates is imperative. For that reason 
we urge a hearing before the Commission, or a division thereof, at 
the very earliest possible date. Any relief that comes at a delayed 
date will be largely robbed of its value to-the shippers of the western 
group. 

Every consideration of economic necessity and fairness argues 
for immediate consideration of the petition. 





WASHINGTON STATE RATES ON GRAIN 


The Trafic World Washington Bureau 
The Washington state commission has created something 
of a complication in the grain situation in the north Pacific 
coast country, by suspending for 90 days, from July 1, increased 
rates on grain from points in Washington to the Puget sound 
ports, filed by the carriers in compliance with the Commission’s 
advisory report on No. 10448, Inland Empire Shippers League 
vs. Director General et al. In that report the Commission said 
the carriers should remove the undue prejudice against Port- 
land, Ore., on shipments from the inland empire south of the 
Snake River, by reducing the rates to Portland by five per cent, 
and increasing those to Puget sound ports by an equal percent- 
age. 

Suspension of the tariffs naming increased rates has the ef- 
fect of leaving the rates to the Puget Sound ports via interstate 
routes higher than via the routes lying wholly within the state 
of Washington. Such a difference in rates in large measure will 
defeat the object of the federal commission. The Washington 
commission was at liberty to suspend the tariffs applicable on 
traffic within the state because there was no order by the fed- 
eral commission requiring the carriers to put into effect increased 
rates to the Puget sound ports via the intrastate routes. 
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SUGAR RATE ADJUSTMENT 


The Trafic World Washington Bureau 


The Commission July 7 announced the re-opening of fourth 
section application No. 8835, and of fourth section order No. 
4136, the latter dated July 21, 1914, for such further hearing 
as it hereafter may direct. In that fourth section order the 
transcontinental carriers were authorized to establish a rate 
of 48 cents on sugar from San Francisco to Chicago and to 
maintain a rate of 55 cents at Missouri River cities, particularly 
Omaha. 

In that prosaic way the Commission, it is believed, decided 
to go into the whole sugar rate adjustment question, which was 
so heatedly discussed before the Commission’s suspension board 
June 14. At that time the question was whether the Commis- 
sion should suspend the Countiss tariff proposing to establish 
a rate from San Francisco to Chicago 25 cents higher than the 
rate of 60 cents from New Orleans, graded down so that at Mis- 
souri River the rate from the Pacific Coast is two cents less 
tnan the rate to Chicago. 

While the Commission, in its announcement, did not say 
that it had re-opened the case on the suggestion of the Atlantic 
Coast refiners, it is morally certain that it acted on their appli- 
cation because, at the hearing before the suspension board, Wil- 
bur LaRoe, J. F. Abbott and other representatives of Atlantic 
Coast refiners, submitted formal requests for a re-opening of 
the fourth section order and application issued in July, 1914, to 
enable the Pacific Coast refiners to get into the Chicago market. 

On that fact is based the conviction that the action of the 
Commission is equivalent to a general inquisition into the whole 
sugar rate adjustment which has been made more critical, ac- 
cording to the declarations of the Atlantic and gulf refiners by 
the recent emergency tariff legislation, which they contend gives 
the Pacific Coast refiners an advantage of $1.76 per hundred 
pounds in the cost of their raw sugar, which they obtain, duty 
free, from the Hawaiian Islands. The eastern refiners argue that 
the benefit of the free trade between the Hawaiian Islands goes 
wholly to the refiners and none to the growers in the islands. 

Eastern refiners are going to attack the adjustment from the 
Pacific Coast to Chicago on the broad ground that the low rate 
from San Francisco to Chicago is based on a false pretense, 
namely, that the Pacific Coast refiners need a low rate to enable 
them to market their surplus, in part, as far east as Chicago. 
They have announced their intention of showing that the Pacific 
Coast refiners already dominate the Chicago market and that the 
lowering of the rate on June 27, when the Countiss tariff went 
into effect, will enable them to command the Chicago market 
without competition from the eastern refiners. 


As to the fourth section relief granted in 1914 the eastern 
refiners will argue that it should not have been granted and 
should not be continued because it is based wholly on commer- 
cial competition and not on anything in the fourth section au- 
thorizing the Commission to grant relief. They will contend 
that sugar and wool are the only two commodities in the whole 
transportation classification that have been given fourth sec- 
tion relief because of commercial competition. 


Sugar rates have been the subject of conferences between 
shippers and carriers for the last six months or more. A con- 
ference at which the position of the conflicting groups was de- 
fined took place at Chicago on April 14: At that meeting the 
eastern refiners asked the railroads to restore the old-time parity 
of rates on sugar from New York and New Orleans to Chicago. 
In 1914, when the transcontinental carriers were allowed to come 
into Chicago on a 48-cent rate, the rates from New York and 
New Orleans were the same. At present the rate from New York 
to Chicago is 63 cents and from New Orleans to Chicago is 60 
cents. This breaking of the parity is one of the results of the 


general percentage increases that have been made in rates since 
1914. 


At the Chicago conference the Gulf refiners insisted that 
there should be no change in the relationship as between New 
Orleans on the one hand, and New York on the other. 

The Pacific Coast refiners argued for a restoration of the 
adjustment authorized in the re-opened fourth section order, 
namely, San Francisco to Chicago, 25 cents higher than from 
New Orleans to Chicago. The conference split up without agree- 
ment. The transcontinental lines broke the deadlock by filing 
the Countiss tariff, which established the 25-cents-over New 
Orleans basis. They tried to obtain short notice permission in 
behalf of that proposal but the Commission did not grant it. 
To that extent it followed the wishes of the Atlantic and Gulf 
refiners. It did not, however, meet their wishes by suspending 
the Countiss tariff. It has, however, again met the wishes of 
the eastern refiners by re-opening the fourth section question, 
which, however, was not involved in the Countiss tariff because 
no application for permission to maintain higher rates at inter- 
mediate points was involved in that tariff. But the basis allowed 
in the fourth section order that has been re-opened was used 
in making the reduced rate to Chicago, hence the application 
of the eastern refiners for an examination into the fourth sec- 
tion phase of the subject with a view to having the Commis- 
sion fully advised as to what they think of its allowing fourth 
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section relief on account of commercial competition, and, as they 
maintain, nothing else. 


TRANSCONTINENTAL RATES 


Complete agreement between the lines in Official Classifica- 
tion territory and the transcontinental carriers regarding the 
concurrence of the eastern lines in the various rate reductions 
made by the western lines within the last year was reached at 
the conference held in Chicago, June 28-July 1. With the ex- 
ception of a few rates on which the details of publication still 
remain to be worked out, the eastern carriers checked in every 
one of the numerous reductions in force west of Chicago. These 
included the schedule C commodities contained in the announce- 
ment of the transcontinental carriers of May 25, the rates east- 
bound from and to intermediate territory on beans, dried fruit, 
and other Pacific coast commodities, and other reductions, notice 
of which have been published in The Traffic World from time 
to time. 

It was announced that joint fourth section application would 
be made to the Commission immediately covering the west- 
bound rates. Those eastbound, being from and to intermediate 
territories, do not require permission to disregard the provisions 
of that section... It was stated at the Transcontinental Freight 
Bureau, after the close of the conference, that the rates would 
be made effective as soon as possible, and that those on which 
no fourth section permission was required would be put into 
effect as soon as publication could be arranged. 

R. H. Countiss, chairman of the Transcontinental Freight 
Bureau, presided at the conference, assisted by Paul P. Hastings 
of the standing rate committee. Eastern trunk lines were repre- 
sented by L. J. Kentfield, chairman of their Auxiliary Rate Com- 
mittee, and E. P. Bates, assistant freight traffic manager of the 
Pennsylvania Railroad. R. R. Van Ummerson, freight traffic 
manager of the Boston & Albany, represented the New England 
carriers, and James S. Williams, chairman of the Auxiliary Rate 
Committee for the C. F. A. carriers, represented those lines. 
James Webster, assistant traffic manager for the New York Cen- 
tral, headed a special committee of representatives of Central 
Freight Association carriers at the conference. 


TRANSPORTATION OF STRAWBERRIES 


' The Trafic World Washington Bureau 


By an order in No. 12893, transportation of strawberries by 
express in carload lots in passenger trains from Florida to north- 
ern markets, the Commission, on its own motion, has begun an 
investigation “into and concerning the question of the trans- 
portation of strawberries by express in carload lots in passenger 
trains from Florida to northern markets, and of requiring the 
express companies or the railroads to provide themselves with 
and furnish refrigerator cars for use in that transportation.” 

The American Railway Express Company, the Southeastern 
Express Company and the railroads participating in the trans- 
portation of strawberries from Florida to the northern markets 
were made respondents. The proceeding will be assigned for 
hearing later. 

Senator Fletcher of Florida submitted in the Senate, May 20, 
a memorial from the Florida legislature to the Commission ask- 
ing that the American Railway Express Company be required 
to furnish express refrigerator cars for the transportation of 
strawberries. (See Traffic World, May 28, p. 1153.) 


FLORIDA FRUIT AND VEGETABLE RATES 


The Trafic World Washington Bureau 


Senator Fletcher of Florida, renewed his attack on freight 
charges on fruits and vegtables from Florida to northern mar- 
kets, in a speech in the Senate, July 5, quoting from a letter 


received from Robert Morrow of Chase & Co., Jacksonville, Fla., 
as follows: 








The present high freight rates-compared with the present market 
values show conclusively that fruits and vegtables are laboring under 
a transportation charge that is greater than the industry can bear, 
and unless some relief is furnished to the growers they will quit 
producing and abandon their farms, and should this happen the trans- 
portation people will have a hard time inducing them to start oper- 
ations again. 

The railroad executives who are distributing so much propaganda 
stating that the high freight rates have not curtailed the shipment 
of fruits and vegetables, seem to overlook the fact that the crop which 
has just been shipped was produced before the high freight rates 
went into effect, and, as nature is a producer that does not stop 
whenever conditions are not satisfactory, the crop was shipped when 
ready. However, the effect of the high freight rates will be felt 
to a greater extent next year, when the growers curtail their oper- 
ations on account of not having realized any profit from the past 
season’s shipments. 

We see no reason for the present high freight rates, as the price 
of everything has been reduced, and the railroads can now purchase 
material at a much lower cost. They have also secured a reduction 
in wages, and they certainly must be able to operate at a much 
lower cost than during the last couple of years. We consider that 
these blanket increases in freight rates were war measures in order 
to assist the carriers. However, everything else is returning to nor- 
malcy, and we consider that the transportation lines should reduce 
their freight rates too. 

The Interstate Commerce Commission has always considered the 
market value of any commodity as a basis for the reasonableness 


































































































of the freight rate, and when you consider the present relationship 
between the present market values and the present freight rates, 
you can readily see that the freight rates are now unreasonable. 
We hope you will be successful in securing some relief for the 
Florida fruit and vegetable growers and shippers from these high 
transportation charges, either through legislation or otherwise, and 
secure at least the cancellation of the last increase of 33% per cent 


granted in Ex Parte 74, before the beginning of the next shipping 
season. 


FRUIT AND VEGETABLE SHIPMENTS 


In the weekly review of the fruit and vegetable market, cov- 
ering the week ended June 27, published July 2, Secretary Wal- 
lace’s Market Reporter showed that shipments this year have 
amounted to 371,533 cars, as against 309,637 for the correspond- 
ing part of last season. In that review, the Market Reporter 
said: 





Prices for eastern new potatoes, tomatoes, cantaloupes, peaches . 


and watermelons were moderately lower in the leading produce mar- 
kets during the week ending June 27. Rapidly increasing shipments 
in most of these lines brought the total movement of 10 fruits and 
vegetables up to 13,245 cars, which compares with 10,749 cars the week 
previous and is about 3,000 cars in excess of the weekly rate a year 
ago. 

“ Movement of new potatoes was moderately heavier than the 
preceding week, with 3,942 cars shipped, compared with 3,630 and 
with 3,442 during the corresponding week last year. 

Tomatoes—Florida tomatoes were in good demand in Philadel- 
phia. Shipments were generally lighter, Mississippi showing the 
greatest decrease. Total shipments were 898 cars, compared with 
1,274 a week ago and with 828 cars during the corresponding week 
last season. ’ ’ . 

Cantaloupe movement from the Imperial Valley increased rapidly, 
that section reporting 2,119 cars. This compares with 1,619 cars the 
previous week, and exceeds the heaviest movement of two preceding 
seasons. 

Georgia peaches were moderately lower at shipping points and 
in most consuming markets. Shipments from Georgia were nearly 
double those of the preceding week. ; 

Georgia shipped nearly 2,000 cars of watermelons during the week. 
The markets at shipping points were firm until the latter part of the 
week. Total shipments reached 3,673 cars, compared with 1,678 the 
preceding week and 2,204 during the corresponding period last year. 


REDUCTION IN BUILDING STONE . 


The Trafic World Washington Burcau 


A twenty per cent reduction in rates on building stone from 
the Bedford (Ind.) district to all. eastern destinations will be 
made effective if those opposed to the cut in rates are not able 
to show the Commission adequate reason for suspending the 
tariffs to be filed by Agent Kelly, the Chicago, Indianapolis & 
Louisville, and the Chicago, Terre Haute & Southeastern. Spe- 
cial permit Nos. 53630, 53627, and 53628 were issued to them 
July 2 authorizing them to publish the lower rates on fifteen 
days’ notice. 

Application was made by Kelly and the lines mentioned for 
permission to make the reductions on five days’ notice. Pro- 
tests against the reduction were made by manufacturers of 
terra cotta building shapes. They have been dissatisfied with 
the relationship of rates on building stone and the rates on 
competing terra cotta ever since the operative date of the rates 
decreed in General Order No. 28, because the increase in rates 
on stone was twenty-five per cent with a specific maximum of 
two cents per 100 pounds, while the increase on terra cotta was 
without limit. 

The arguments for the reduction were not so clear cut as 
to make it certain that there may not be a reason for denying 
it. Fifteen days will afford an opportunity to both sides to 
make their arguments on the subject clear so that if there is 
a reason why the lowered rates should be suspended, it may be 
brought forward. 

The building stone industry, particularly that part of it 
centered around Bedford, has alleged itself to be in a deplorable 
state for the last five years. When the country went to war 


the building material industries, except for non-war purposes,,. 


were practically declared to be non-essential. They were denied 
cars of any kind, except when they were able to make unusual 
showings. After the war, when the demand for coal cars be- 
came great, the building stone industry suffered from the in- 
sufficiency of other, kinds of equipment suitable for its purposes. 
Then, when the depression in business became widespread, there 
was little demand for stone and the cry was that the rates were 
so high as to shut off the demand because competing materials, 
procured at lesser transportation cost, could be used. 

It is considered probable that this reduction in rates on 
building stone will cause a resumption of demands for lower 
rates on all kinds of road construction and building materials, 
and a resumption of negotiations which were broken off when 
the railroad executives, after the conference on June 4, an- 
nounced that they could not see their way clear to making any 
general reduction in rates on road or building materials. 


PORT OF NEW YORK AGREEMENT 
The Senate has adopted a resolution (S. J. Res. 63) author- 
izing the states of New York and New Jersey to enter into an 
agreement for the establishment of the port cf New York. The 
purpose of the resolution is to enable the two states, acting 


jointly, to carry out plans for developme xt of the port of New 
York. 
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COMPULSORY LINE EXTENSION 


The Trafic World Washington Bureaw 


Assuming, for the purposes of the case in hand, that there 
can be no doubt about the constitutionality of that part of the 
transportation act which authorizes the Commission to require 
a common carrier to extend its line, Kenneth F. Burgess, at- 
torney for the Burlington, in a brief for that carrier in No. 11658, 
Ezra W. Cooke vs. C. B. & Q., discusses the duty of the Com- 
mission in respect of the issuance of an order requiring a carrier 
to extend its line. It is his fundamental proposition that the 
issuance of a certificate requiring a carrier to spend money for 
the extension of its line is a much more serious matter than 
issuing or denying a certificate of convenience and necessity to 
promoters who desire to construct a railroad. 

In this case Cooke, of Chambers, Neb., applied to the Com- 
mission for an order requiring the Burlington to extend its 
line from Ericson to Chambers, Neb., in accordance, as claimed, 
with the original plan of the carrier, made some thirty years 
ago. The board of directors of the Burlington considered the 
matter and came to the conclusion that the tonnage, actual and 
prospective, would not warrant the expenditure of $1,198,000, 
which the engineers estimated it would cost to construct the 
31.65 miles of line, without any allowance for the equipment. 
The complainant attacked that as excessive, but by no test the 
Burlington has been able to apply have the officers and directors 
been able to figure out a profit on the $225,000 of operating 
revenue the extended line might be expected to obtain. The 
Burlington thinks that that is an optimistic estimate of revenue. 
In support of that estimate of cost, the Burlington cited costs 
of sidetrack, in that same general territory, not counting cost 
of right-of-way, running from $35,000 to $40,000 per mile. 

Burgess contended, in his brief, that the evidence showed 
that, even if public convenience and necessity required the con- 
struction of a railroad to Chambers, the testimony showed that 
it should be constructed by some carrier other than the Bur- 
lington because a connection with the Union Pacific at Spaul- 
ding would give a short line to Omaha of about 197 miles, while 
via the Burlington the route would be 243 miles long, while by 
building a connection with the Chicago & North Western at 
O’Neill would give a line to Omaha only 219 miles long. Omaha 
is the market to which the grain and live stock of the country 
around Chambers goes. The route via a North Western con- 
nection could be cut to 176 by building to Ewing instead of to 
O’Neill. 

“It is a much more serious thing for the Commission to 
require a corporation to make a large expenditure for the con- 
struction of a new railroad than for it to deny an application for 
public convenience and necessity, where it is desired by the 
promoters of a railroad to make the expenditure,” said Burgess. 
“The tests which are to be applied in the former case should 
be much more severe than the tests which are to be applied 
in the latter case. In other words, it is a much more serious 
undertaking to require a man, or a group of individuals, to spend 
their money against their will, than it is to prevent them from 
engaging in a particular activity where they are anxious to make 
an investment at their own risk. 


“The tests which are to be applied in determining the ex- 
istence of public convenience and necessity where a corporation 
is to be required to spend its money against its will should be 
much more rigorous than where a certificate of convenience and 
necessity is denied. In the latter case circumstances might lead 
the Commission to grant a certificate where they would not at 
all be sufficient to justify an affirmative order requiring con- 
struction. There is nothing obligatory upon the applicant to 
proceed after a certificate of public convenience and necessity 
is once granted. Further investigation in connection with the 
financing or construction of such a line may lead to a surrender 
of the certificate and the line may never be built. AH of these 
factors are doubtless in the mind of the Commission when it 
passes upon such applications. But if an affirmative order re- 
quiring the construction of a new line be entered, the railroad 
company against which the order is directed has no further 
alternative in the premises, unless it should be to contest the 
validity of the order in the courts. In one case it is merely 
permissive authority; in the other case it is a mandatory re- 
quirement to do a specific thing.” 

In conclusion Burgess asked the Commission to dispose of 
the case finally by holding that the complainant had not sus- 
tained the burden of proof resting on him to show the requisite 
public convenience and necessity for the construction of a new 
line of railroad, or that the present obligations of the Burlington 
in respect to its existing lines of railroad would not be impaired 
by the construction of new lines of the character covered by 
this petition. He asked it to go farther and find that a new 
line from Ericson would be an unprofitable undertaking. 


ROAD REPAYS ADVANCE 
The War Finance Corporation announces that the Cumber- 
land & Manchester Railroad Company has repaid the advance 
of $175,000 made to that company in 1919. 
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July 9, 1921 


FREIGHTS AND CHARTERS 


(Issued by the U. S. Shipping Board) 
June 30 


A marked depression in the charter market is noted as a 
result of the announced settlement of the British minérs’ strike. 
Coal exporters held different opinions as to whether a drop in 
rates would come abruptly, or whether there would be a gradual 
decline. In either case it is the consensus of opinion that there 
will be a decline of from 20 per cent to 40 per cent from present 
market quotations in the United Kingdom and Continental trade. 

Reports coming from the West Coast intimate that American 
ships are getting their share in the westbound Oriental trade. 
For the first time in many months American bottoms are carry- 
ing approximately full cargoes as well as the Japanese vessels. 

During the year 1920 the declared value of the articles in- 
voiced for export from Bahia, Brazil, to the United States 
amounted to $15,917,349, which is slightly over 50 per cent of the 
value of Bahia’s total exports. The invoiced value of articles 
for shipment to the U. S. during the first quarter of 1921 was 
$1,747,021, as compared with $5,950,915 for the same period of 
1920, and $4,414,655 for 1919. The outstanding feature of these 
returns is the unprecedented drop in the value of hide and skin 
exports, which fell from $2,938,467 during the first quarter of 
i920 to $44,532 during the 1921 quarter. 

One hundred and thirteen vessels entered the port of Mar- 
seille during 1920, as against 99 in 1919. The net tonnage aver- 
aged 3,163 tons per vessel. The principal single item of cargo 
brought to Marseille was coal, 223,345 tons having been entered 
on American vessels. 

Charters 


St. Steinstad (Nor.), Montreal to Scandinavia, 14,000 qrs. grain, 
basis sate per 100 lbs., two or three ports. Canadian currency; 
prompt. 


Str. Pennsylvania, 2,385 t., Atl. range to Buenos Aires, coal, $4.25; 
prompt. 


Str. Scotsburg, 4,892 t., Atl. range to U. K., coal, $5.50 and dis- 
charge; prompt. 


Str. Isanti, 4,129 t., Atl. range to % _ K., coal, $5.75 and discharge. 


Str. Eastern City (Br.), 3,714 t | coal, 37s; if June 36s 6d; 
if July 5d; cancellation. 

Strs. Tossifogtui (Gr.), 2,167 t.; Sudbury (Br.), 2,333 t., and Em- 
linian (Br.), 3,162 t., Atl. range to U. K., coal, private terms. 

Str. Ravanger (Nor.), 2,004 t., Sydney, Cc. B., coal, 27s. 


“ ag Bournemouth (Br.), 2,782 : Atl. range to Atl. islands, coal, 
s 3d. 


Str. Emergency Aid, 3,700 t. dwt., Atl. range to U. K., coal, $6.35; 
vessel paying 3s for discharge. 


Str. Connes Peak, 3,452 t., Atl. range to U. K., coal, $6.50, free 
discharge; prompt 


Str. Yomei Maru ae. ), Atl range to U. K., coal, 36s 6d, vessel 
~~ 3s for discharg 


tr. Gro (Nor.), 689 t., Atl range to U. K., coal, $6.50. 


July 1 

As was to be expected, the coal charter market has become 
inactive, and whether there will be any cancellations as a result 
of the foreign coal strike settlement remains to be seen, but 
thus far the market has heard of none. 

The attention of American coal dealers will now be given 
to South American trade. In connection with this trade route, 
all restrictions as to rates have been withdrawn by the con- 
ference, and operators are free to make their own rates on 
cargoes of all kinds. Such a situation has been brought about 
by the comparatively small amount of business passing between 
the two Americas, and it is likely that the open market will exist 
until a resumption of business shall warrant the restoration of 
conference control. 

Large quantities of milling and mining machinery have been 
moving through Pacific ports to the Orient in spite of the high 
transcontinental rates, because purchasers in the Far East de- 
sired quicker delivery than could be afforded through the At- 
lantic Coast ports and the Panama Canal. 

It is thought that Scandinavians are likely to buy British 
coal without delay, since the Baltic season is short and stocks 
of coal in Scandinavian countries are low. 

‘There is nothing to be said in regard to the time charter 
market, which remains inactive. 


Charters 
Str. Docket, 3,283 t., Atl. range to U. K., coal, $5.75, free wharf- 
age; prompt. 
Str. West Cohas, 4,472 t., Atl. range to U. K., part cargo of coal, 
$5.75, free discharge; prompt. 


Strs. Allegwash, 2,491 t., and Hundvane, Atl. range to U. K., coal, 
$6.25, free discharge 


Str. — 2911 t., Atl range to U. K., coal, $6.50, free dis- 
charge; July 


Str. oe 2,174 t., AtL range to V., K., coal, $7, free discharge; 
prompt. 


Str. Robin Gray, 5,120 t., Atl. range to Rio Janeiro, coal, $3.75, 
July form; prompt. 
July 2 


With coal exports practically a thing of the past, so far as 
Europe is concerned, the situation of the vessel owner is one 
of perplexity. The number of idle carriers resting in southern 
waters is placed at more than 120, whose owners refuse to enter 
the coastwise trade at rates from $2 to $2.50 per ton from Hamp- 
ton Roads to New England ports. As for other trades, there 
is nothing at present to give them encouragement. 
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Operators in the transatlantic trades report ability to get very 
respectable cargoes both going and coming, which they account 
for by the fact that the great fleet of tramp steamers has been 
reduced to a minimum, while the old passenger lines are unable 
to carry more than a few hundred tons. 

No definite action was taken in respect to rates at the North 
Atlantic and United States Conference. It was thought that it 
would be decided to reduce the rates on grain from the north 
Atlantic to Europe, which were recently advanced from 5s. to 
6s. on account of the position of the Gulf shippers. 

Intercoastal trade promises to receive a perceptible impetus 
through the increase in lumber shipments from the west coast 
via the Panama Canal to ports on the Atlantic. From Puget 
Sound to this coast lumber is paying $17 a thousand feet, and 
several recent charters have been effected on this basis. 

Lumber exports are holding up fairly well, many Japanese 
steamers being engaged in this trade with the Orient. 

The movement of grain out of the Pacific Northwest to 
Europe continues unabated. At present a fair-sized fleet of 
foreign vessels is loading wheat at Portland and other Pacific 
coast ports. Charters in this trade are being effected on the 
basis of 55s. to 57s. per quarter. 

From the Gulf there is also a free outflow of cereals, mostly 
to the Mediterranean ports, at about 8s. per quarter; to the 
United Kingdom at 6s. per quarter from Montreal, is also re- 
ported. 

Charters 


Str. Liberty Land (Am.), 3,562 t., from Puget Sound to north Atl. 
port, lumber, $17 per 1, . ft.; July. 

Str. Mundelta (Am.) 2 955 t. -+» Same. 

Str. Munaires (Am.), 2, 854 t., same. 

Strs. Kitteguan (Br.), 3,707 +. = Winston, 4,049 t., Atl. range 
to U. K., $5.75 and discharge; prompy 


Str. Indian Transport (Br.), 2 O63 t., Atl. range to River Plate, 
$4.50; free discharge. 
July 5 


At the present time the rate on steel from the Pittsburgh 
district to the Orient via the Pacific coast is $20.08 a net ton. 
Via New York, the rate is $21.88. Anticipating a reduction by 
the transcontinental roads, the steamship lines doing business 
between New York and the Orient, it is said, propose to cut the 
water rate from $14.28 to $13 a ton, thus making it cheaper by 
87c a ton to ship by way of the Atlantic seaboard. 

It is learned that as low as $1.25 a ton has been accepted 
for coal charters in the Atlantic coastwise trade from Hampton 
Roads to Bangor, Me., and that plenty of tonnage is offering at 
$1.30. 

In the transatlantic trade, coal charters are being effected 
on the basis of $5.25 to Rotterdam and $6.50 to Hamburg. Fur- 
ther business on anything but a light scale is not anticipated 
by coal exporters, and rates are already displaying marked weak- 
ness. 

Grain continues to occupy the center of the stage for bulk 
cargo. The west coast continues to place new charters in the 
trade on the basis of about 55 shillings per quarter. 

The lumber trade is employing considerable tonnage out of 
the west coast, and the last cargoes of lumber to cross the Pacific 
to Japan at $10 per thousand feet are now being loaded. The 
new rate will be $12.50. The $10 rate, which was reached some 

months ago, was the lowest point touched by transpacific rates 
in a steady, consistent drop from the early post-war figure of 
$45 per thousand feet. 

Twenty-nine of the 612 vessels, having an aggregate tonnage 
of 588,445, which made the port of Hamburg during the month 
of June, flew the Stars and Stripes; 710 vessels, having a ton- 
nage of 650,846, departed this port during the same period. 

During the first quarter of this year, 699 ships, with a gross 
tonnage of 2,813,085, cleared from the port of Tampico, Mexico, 
to the United States. Of this volume, 606 vessels, representing 
2,462,999 gross tons, or 87.55 per cent of the total, were under 
the American flag. 

Charters 

Str. Parkhaven (Du.), Montreal to Antwerp-Hamburg range, 28,000 
ars. grain, 27%c per 100 lbs.; Canadian currency, two trips; prompt. 

Str. Yselhaven (Du.), Montreal to Antwerp-Hamburg range, 35,000 
ars. grain, 271%4c per 100 Ibs.; August. 

Str. Jobee, 3,400 t., Balto. to U. K., coal, $6.50: July. 


Str. Glenspey (Br.), 4,140 t., Atl. range to Rotterdam, coal, $5.25; 
option of Hamburg, $6.50; July. 


July 6 

Few fixtures are looked for from now on in the coal export 
trade to the United Kingdom. 

Now that the Canadian Pacific Railroad has placed Boston 
on a parity with Montreal in respect to grain exports, it is ex- 
pected that the former port will renew her former activities as 
an export center. Under the new conditions, large quantities 
of cereal will be billed through Boston, and the sailing schedules 
are to be arranged to handle consignments originating in the 
Canadian Northwest. 

Australian wheat growers have long been interested in the 
bulk handling of wheat, and the first vessel ever loaded in Aus- 
tralia with a cargo of wheat in bulk recently took 4,500 tons at 
Sydney and was dispatched to the United Kingdom for orders. 
As the dunnage required for lining the holds is not available 
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in Australia, the timber had to be imported, and the cost of fit- 
ting the ship was nearly 8c per bushel. 

Wheat and wheat products are displaying unusual activity 
just at present. It is expected that the North Atlantic and 
United Kingdom Conference will this week take up the matter 
of exports. An increase of 3c a sack has been ordered in the 
export of American flour to the United Kingrom, the new rate 
going into effect on Saturday. 

West Indies trade continues dull and very few cargoes are 
being moved. The sugar situation continues bad, and this tends 
to lessen the purchasing powers of coal users in this vicinity. 

During the fiscal year ended March 31, Canada’s imports of 
merchandise exceeded exports of Canadian goods to the extent 
of $50,961,366; in 1920 exports exceeded imports by $174,975,929. 
The United Kingdom and the United States supplied $1,070,524, 
418 of the Dominion’s imports and took $855,147,377 of its ex- 
ports in the fiscal year 1921, the bulk of Canada’s trade being 
with these two countries. 


Charters 


Strs. Arnold Maersk (Dan.), 1,185 t., and Merwede (Du.), 1,153 t., 
‘>. yo to Copenhagen, coal, $6.50 for the former and $6.25 for the 
atter; July. 


Mount Whitney (motor) (Nor.), 1,368 t., St. John, N. B., to U. K., 
deals; private terms. 


, Bark Whiteson (Br.), 763 t., Mobile to Port Spain, lumber, private 
erms. 


Bark Reine Marie Stewart, 1,186 t., Port Tampa to Phila., phos- 
phate rock; private terms. 


Schr. Jesse G. Noyes, 1,253 t., Port Tampa to Boston, phosphate 
rock; private terms. 


PERMIT TO USE PANAMA CANAL 


The Trafic World Washington Burcas 


The Commission, by an order entered June 30, reopened, for 
such further action as it may direct, No. 11214, application of 
the United States Steel Products Company et al., under the 
provisions of section 5 of the interstate commerce act, in con- 
nection with the ownership and operation of steamer lines 
through the Panama Canal. The reopening was made on the 
Commission’s own motion. (See Traffic World, July 2, page 22.) 

In granting a permit to the Steel Products Company to 
operate ships through the canal the Commission held that the 
application came within its jurisdiction because the United 
States Steel Corporation, the owner of the Steel Products Com- 
pany, was also the owner of the Elgin, Joliet & Eastern and 
other lines of railroads, but that, under the conditions prevailing 
at the time, it would permit the steel company ships to operate 
through the canal. The conditions at the time were that com- 
paratively few ships were using the canal, while the railroad 
lines were so congested that they could hardly move the freight 
necessary to be moved. 

Protest against the grant of permission was made in behalf 
of the Luckenbach and other steamship interests, but the Com- 
mission disregarded it. The steamship interests contended that 
the policy of Congress was to build up a merchant marine, in- 
dependent of the railroads, and that if the canal were left free 
of railroad-owned or railroad-controlled ships, the purpose of 
Congress would be carried out. 


The Commission gave no reasons for reopening the case, 
but the implication of the terms was strong that the permit 
should be regarded as good only for the time during which the 
conditions then existing might continue. 

The further implication from the terms of the decision was 
that, if anyone interested in the matter was of opinion that con- 
ditions had changed, he might bring the subject to the Com- 
mission’s attention for further consideration. If anyone asked 
the Commission to reopen the case, the fact does not appear 
in the record, nor is there anything in the order indicating on 
whose suggestion the action was taken, if it was taken on the 
suggestion of anyone outside the Commission. 


AGREEMENTS WITH STEAMSHIPS 


The Trafic World Washington Bureau 


In response to the order requiring common carriers to file, 
on or before June 30, contracts or agreements with steamship 
companies engaged in foreign commerce, the Commission has 
received copies of agreements and “understandings” with steam- 
ship companies from the New York Central, the Southern Rail- 
way and Mobile & Ohio, the Texarkana & Fort Smith Railway 
Company, the Boston & Maine, the Great Northern, the Penn- 
sylvania, the Atlanta, Birmingham & Atlantic, and the Baltimore 
& Ohio. 

The New York Central Lines filed agreements with the 
Cunard Line and the Leyland Line, covering use of the piers 
of the Boston & Albany at East Boston, Mass., and the inter- 
change of traffic between the Boston & Albany and the steam- 
ship lines. The preamble of these agreements states that it is 
desired “that relations in the nature of a close traffic alliance” 
should be maintained between the Cunard Line and the Boston 
& Albany and the Leyland Line and the Boston & Albany. The 
effect of the agreement appears to be that the steamship com- 
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panies will prefer the rail carrier and the latter the steamship 
companies in the handling of export and import traffic, where 
such preference may be given in accord with the law. The 
railroad company, under the agreement, promises to get export 
freight for the steamship company, which makes a _ similar 
promise as to import freight for the railroad company. 

The Mobile & Ohio and Southern Railway filed an agreement 
with the Munson Steamship Lines relating to service between 
Mobile, Ala., and South American ports. Under this agreement 
the Munson company agrees not to put in service between any 
other Gulf port and Buenos Aires or other South American 
ports without the consent of the railroad companies. The 
agreement also contemplates co-operation between the steam- 
ship company and the rail lines for the development of traffic 
for each party. A similar agreement between the Mobile Liners, 
Inc., and the Southern and Mobile & Ohio as to traffic between 
Mobile and European ports was filed. 

The Southern filed an agreement with F. D. M. Strachan 
governing service between Brunswick, Ga., and European ports. 
This agreement provides that the Southern will use its best 
efforts to get cargoes for Strachan with the proviso that the 
ocean rates are to be made at all times with fair relation to 
the ocean rates prevailing from South Atlantic and Gulf ports. 
It is further provided that the Southern shall have preference 
on import business, provided the rates of the Southern are no 
higher than that charged by competing carriers. 

Another agreement with the Munsoon Line relating to serv- 
ice between Mobile, Ala., and Cuba, Mexico, and the West Indies 
was filed by the Southern. 

The Texarkana & Fort Smith Railway Company filed an 
agreement between it and the Kansas City Southern and the 
Kerr Steamship Company, Inc., relating to service between Port 
Arthur, Tex., and Liverpool and other foreign ports, providing 
that the ocean rates from Port Arthur shall be no higher than 
those from Galveston. Both parties agree to co-operate in get- 
ting traffic in and out. 

The Boston & Maine filed a number of agreements headed 
“memorandum of understanding,” relating to interchange of 
traffic at Boston with various steamship companies. 

The Great Northern filed an agreement between it and the 
Nippon Yusen Kabushiki Kaisha relating to the transportation 
of through cargoes from Seattle to the Orient and from the 
Orient to the United States. 

The Pennsylvania filed agreements between the Northern 
Central Railway Company and the International Mercantile 
Marine, and between the Pennsylvania and the I. M. M., cover- 
ing the handling of import traffic at Baltimore, and export and 
import traffic at Philadelphia, respectively. 

The Baltimore & Ohio filed agreements between it and Don- 
aldson Bros., Ltd., North German Lloyd, Scandinavian-American 
Line and Furness, Withy & Co. 

The Atlanta, Birmingham & Atlantic filed an agreement 
with the Strachan Shipping Company of Brunswick, Ga., pro- 
viding for co-operation in the development of traffic between 
Brunswick and Liverpool and other foreign ports. 





ALASKA PROVISION UPHELD 


The Trafic World Washington Pureau 


Judge Jennings, of the United States Court for the District 
of Alaska, has held constitutional Section 27 of the so-called 
Jones shipping law, which, by its terms. excludes Alaska from 
the benefit of the exception therein made in behalf of freight 
from a point in one of the states of the United States to a point 
in another state of the Union, when shipped on rates filed with 
the Commission over Canadian railroads or their water-line con- 
nections. 


That exemption in behalf of such freight was made at the 
behest of Senator Lodge, acting at the instigation of New Eng- 
land shippers who desired to retain the right to ship their stuff 
over the differential rail lines through Canada. The object of 
the section of the law under attack was to preserve to ships of 
American registry the transportation of goods between ports of 
the United States, both within and beyond the boundaries of the 
continental United States. 

The Juneau Hardware Company had a shipment of mer- 
chandise made from a point in the United States to Juneau in 
a ship of foreign registry with a view to making a test case in 
accordance with an act of the Alaska legislature authorizing and 
directing the attorney general to test the constitutionality of 
that part of the Jones shipping !aw. Attorney General Rustgard, 
on relation of the hardware company, sued for an injunction for- 
bidding the collector of customs to confiscate the merchandise. 

Alaska claimed that the section violated that part of the 
constitution which forbids Congress to make any regulation of 
commerce or revenue giving preference to the ports of one state 
over those of another. 

The part of the constitution alleged to have been violated 
by Congress when it passed that part of the Jones law says: 
“No preference shall be given by any regulation of commerce 
or revenue to the ports of one state over those of another; nor 
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of the freight rate, and when you consider the present relationship 
between the present market values and the present freight rates, 
you can readily see that the freight rates are now unreasonable. 
‘We hope you will be successful in securing some relief for the 
Florida fruit and vegetable growers and shippers from these high 
transportation charges, either through legislation or otherwise, and 
secure at least the cancellation of the last increase of 33% per cent 


granted in Ex Parte 74, before the beginning of the next shipping 
season, 


FRUIT AND VEGETABLE SHIPMENTS 


In the weekly review of the fruit and vegetable market, cov- 
ering the week ended June 27, published July 2, Secretary Wal- 
lace’s Market Reporter showed that shipments this year have 
amounted to 371,533 cars, as against 309,637 for the correspond- 
ing part of last season. In that review, the Market Reporter 
said: 

Prices for eastern new potatoes, tomatoes, t 
and watermelons were moderately lower in the leading produce mar- 
kets during the week ending June 27. Rapidly increasing shipments 
in most of these lines brought the total movement of 10 fruits and 
vegetables up to 13,245 cars, which compares with 10,749 cars the week 
previous and is about 3,000 cars in excess of the weekly rate a year 
ago. 

. Movement of new potatoes was moderately heavier than the 
preceding week, with 3,942 cars shipped, compared with 3,630 and 
with 3,442 during the corresponding week last year. fj : 

Tomatoes—Florida tomatoes were in good demand in Philadel- 
phia. Shipments were generally lighter, Mississippi showing the 
greatest decrease. Total shipments were 898 cars, compared with 


1,274 a week ago and with 828 cars during the corresponding week 
last season. : ; . 

Cantaloupe movement from the Imperial Valley increased rapidly, 
that section reporting 2,119 cars. This compares with 1,619 cars the 
previous week, and exceeds the heaviest movement of two preceding 
seasons. 

Georgia peaches were moderately lower at shipping points and 
in most consuming markets. Shipments from Georgia were nearly 
double those of the preceding week. ; 

Georgia shipped nearly 2,000 cars of watermelons during the week. 
The markets at shipping points were firm until the latter part of the 
week. Total shipments reached 3,673 cars, compared with 1,678 the 
preceding week and 2,204 during the corresponding period last year. 


REDUCTION IN BUILDING STONE . 


The Trafic World Washington Burcau 


A twenty per cent reduction in rates on building stone from 
the Bedford (Ind.) district to all- eastern destinations will be 
made effective if those opposed to the cut in rates are not able 
to show the Commission adequate reason for suspending the 
tariffs to be filed by Agent Kelly, the Chicago, Indianapolis & 
Louisville, and the Chicago, Terre Haute & Southeastern. Spe- 
cial permit Nos. 53630, 53627, and 53628 were issued to them 
July 2 authorizing them to publish the lower rates on fifteen 
days’ notice. 

Application was made by Kelly and the lines mentioned for 
permission to make the reductions on five days’ notice. Pro- 
tests against the reduction were made by manufacturers of 
terra cotta building shapes. They have been dissatisfied with 
the relationship of rates on building stone and the rates on 
competing terra cotta ever since the operative date of the rates 
decreed in General Order No. 28, because the increase in rates 
on stone was twenty-five per cent with a specific maximum of 
two cents per 100 pounds, while the increase on terra cotta was 
without limit. 

The arguments for the reduction were not so clear cut as 
to make it certain that there may not be a reason for denying 
it. Fifteen days will afford an opportunity to both sides to 
make their arguments on the subject clear so that if there is 
a reason why the lowered rates should be suspended, it may be 
brought forward. 

The building stone industry, particularly that part of it 
centered around Bedford, has alleged itself to be in a deplorable 
state for the last five years. When the country went to war 


the building material industries, except for non-war purposes,,. 


were practically declared to be non-essential. They were denied 
cars of any kind, except when they were able to make unusual 
showings. After the war, when the demand for coal cars be- 
came great, the building stone industry suffered from the in- 
sufficiency of other, kinds of equipment suitable for its purposes. 
Then, when the depression in business became widespread, there 
was little demand for stone and the cry was that the rates were 
so high as to shut off the demand because competing materials, 
procured at lesser transportation cost, could be used. 

It is considered probable that this reduction in rates on 
building stone will cause a resumption of demands for lower 
rates on all kinds of road construction and building materials, 
and a resumption of negotiations which were broken off when 
the railroad executives, after the conference on June 4, an- 
nounced that they could not see their way clear to making any 
general reduction in rates on road or building materials. 


PORT OF NEW YORK AGREEMENT 
The Senate has adopted a resolution (S. J. Res. 63) author- 
izing the states of New York and New Jersey to enter into an 
agreement for the establishment of the port cf New York. The 
purpose of the resolution is to enable the two states, acting 


jointly, to carry out plans for developme.t of the port of New 
York. 
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cantaloupes, peaches . 
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COMPULSORY LINE EXTENSION 


The Tragic World Washington Bureau 


Assuming, for the purposes of the case in hand, that there 
can be no doubt about the constitutionality of that part of the 
transportation act which authorizes the Commission to require 
a common carrier to extend its line, Kenneth F. Burgess, at- 
torney for the Burlington, in a brief for that carrier in No. 11658, 
Ezra W. Cooke vs. C. B. & Q., discusses the duty of the Com- 
mission in respect of the issuance of an order requiring a carrier 
to extend its line. It is his fundamental proposition that the 
issuance of a certificate requiring a carrier to spend money for 
the extension of its line is a much more serious matter than 
issuing or denying a certificate of convenience and necessity to 
promoters who desire to construct a railroad. 

In this case Cooke, of Chambers, Neb., applied to the Com- 
mission for an order requiring the Burlington to extend its 
line from Ericson to Chambers, Neb., in accordance, as claimed, 
with the original plan of the carrier, made some thirty years 
ago. The board of directors of the Burlington considered the 
matter and came to the conclusion that the tonnage, actual and 
prospective, would not warrant the expenditure of $1,198,000, 
which the engineers estimated it would cost to construct the 
31.65 miles of line, without any allowance for the equipment. 
The complainant attacked that as excessive, but by no test the 
Burlington has been able to apply have the officers and directors 
been able to figure out a profit on the $225,000 of operating 
revenue the extended line might be expected to obtain. The 
Burlington thinks that that is an optimistic estimate of revenue. 
In support of that estimate of cost, the Burlington cited costs 
of sidetrack, in that same general territory, not counting cost 
of right-of-way, running from $35,000 to $40,000 per mile. 

Burgess contended, in his brief, that the evidence showed 
that, even if public convenience and necessity required the con- 
struction of a railroad to Chambers, the testimony showed that 
it should be constructed by some carrier other than the Bur- 
lington because a connection with the Union Pacific at Spaul- 
ding would give a short line to Omaha of about 197 miles, while 
via the Burlington the route would be 243 miles long, while by 
building a connection with the Chicago & North Western at 
O’Neill would give a line to Omaha only 219 miles long. Omaha 
is the market to which the grain and live stock of the country 
around Chambers goes. The route via a North Western con- 
nection could be cut to 176 by building to Ewing instead of to 
O’Neill. 

“It is a much more serious thing for the Commission to 
require a corporation to make a large expenditure for the con- 
struction of a new railroad than for it to deny an application for 
public convenience and necessity, where it is desired by the 
promoters of a railroad to make the expenditure,” said Burgess. 
“The tests which are to be applied in the former case should 
be much more severe than the tests which are to be applied 
in the latter case. In other words, it is a much more serious 
undertaking to require a man, or a group of individuals, to spend 
their money against their will, than it is to prevent them from 
engaging in a particular activity where they are anxious to make 
an investment at their own risk. 


“The tests which are to be applied in determining the ex- 
istence of public convenience and necessity where a corporation 
is to be required to spend its money against its will should be 
much more rigorous than where a certificate of convenience and 
necessity is denied. In the latter case circumstances might lead 
the Commission to grant a certificate where they would not at 
all be sufficient to justify an affirmative order requiring con- 
struction. There is nothing obligatory upon the applicant to 
proceed after a certificate of public convenience and necessity 
is once granted. Further investigation in connection with the 
financing or construction of such a line may lead to a surrender 
of the certificate and the line may never be built. AH of these 
factors are doubtless in the mind of the Commission when it 
passes upon such applications. But if an affirmative order re- 
quiring the construction of a new line be entered, the railroad 
company against which the order is directed has no further 
alternative in the premises, unless it should be to contest the 
validity of the order in the courts. In one case it is merely 
permissive authority; in the other case it is a mandatory re- 
quirement to do a specific thing.” 


In conclusion Burgess asked the Commission to dispose of 
the case finally by holding that the complainant had not sus- 
tained the burden of proof resting on him to show the requisite 
public convenience and necessity for the construction of a new 
line of railroad, or that the present obligations of the Burlington 
in respect to its existing lines of railroad would not be impaired 
by the construction of new lines of the character covered by 
this petition. He asked it to go farther and find that a new 
line from Ericson would be an unprofitable undertaking. 


ROAD REPAYS ADVANCE 


The War Finance Corporation announces that the Cumber- 
land & Manchester Railroad Company has repaid the advance 
of $175,000 made to that company in 1919. 
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July 9, 1921 


FREIGHTS AND CHARTERS 


(Issued by the U. S. Shipping Board) 
June 30 


A marked depression in the charter market is noted as a 
result of the announced settlement of the British minérs’ strike. 
Coal exporters held different opinions as to whether a drop in 
rates would come abruptly, or whether there would be a gradual 
decline. In either case it is the consensus of opinion that there 
will be a decline of from 20 per cent to 40 per cent from present 
market quotations in the United Kingdom and Continental trade. 

Reports coming from the West Coast intimate that American 
ships are getting their share in the westbound Oriental trade. 
For the first time in many months American bottoms are carry- 
ing approximately full cargoes as well as the Japanese vessels. 

During the year 1920 the declared value of the articles in- 
voiced for export from Bahia, Brazil, to the United States 
amounted to $15,917,349, which is slightly over 50 per cent of the 
value of Bahia’s total exports. The invoiced value of articles 
for shipment to the U. S. during the first quarter of 1921 was 
$1,747,021, as compared with $5,950,915 for the same period of 
1920, and $4,414,655 for 1919. The outstanding feature of these 
returns is the unprecedented drop in the value of hide and skin 
exports, which fell from $2,938,467 during the first quarter of 
i920 to $44,532 during the 1921 quarter. 

One hundred and thirteen vessels entered the port of Mar- 
seille during 1920, as against 99 in 1919. The net tonnage aver- 
aged 3,163 tons per vessel. The principal single item of cargo 
brought to Marseille was coal, 223,345 tons having been entered 
on American vessels. 

Charters 


St. Steinstad (Nor.), Montreal to Scandinavia, 14,000 qrs. grain, 


basis 32%c per 100 lbs., two or three ports. Canadian currency; 
prompt. 


Str. Pennsylvania, 2,385 t., Atl. range to Buenos Aires, coal, $4.25; 
prompt. 


Str. Scotsburg, 4,892 t., Atl range to U. K., coal, $5.50 and dis- 
charge; prompt. 


Str. Isanti, 4,129 t., Atl. range to U. K., coal, $5.75 and discharge 


Str. Eastern City (Br.), 3,714 t., U. K., coal, 37s; if June 36s 6d; 
if July 5d; cancellation. 

Strs. Iossifoglui (Gr.), 2,167 t.; Sudbury (Br.), 2,333 t., and Em- 
linian (Br.), 3,162 t., Atl. range to U. K., coal, private terms. 

Str. Ravanger (Nor.), 2,004 t., Sydney, C. B., coal, 27s. 


7 — Bournemouth (Br.), 2,782 t., Atl. range to Atl. islands, coal, 
s 3d. 


Str. Emergency Aid, 3,700 t. dwt., Atl. range to U. K., coal, $6.35; 
vessel paying 3s for discharge. 


Str. Connes Peak, 3,452 t., Atl. range to U. K., coal, $6.50, free 
discharge; prompt. 


Str. Yomei Maru (Jap.), Atl. range to U. K., coal, 36s 6d, vessel 
paying 3s for discharge 


Str. Gro (Nor.), 2689 t., Atl. range to U. K., coal, $6.50. 


July 1 


As was to be expected, the coal charter market has become 
inactive, and whether there will be any cancellations as a result 
of the foreign coal strike settlement remains to be seen, but 
thus far the market has heard of none. 

The attention of American coal dealers will now be given 
to South American trade. In connection with this trade route, 
all restrictions as to rates have been withdrawn by the con- 
ference, and operators are free to make their own rates on 
cargoes of all kinds. Such a situation has been brought about 
by the comparatively small amount of business passing between 
the two Americas, and it is likely that the open market will exist 
until a resumption of business shall warrant the restoration of 
conference control. 

Large quantities of milling and mining machinery have been 
moving through Pacific ports to the Orient in spite of the high 
transcontinental rates, because purchasers in the Far East de- 
sired quicker delivery than could be afforded through the At- 
lantic Coast ports and the Panama Canal. 

It is thought that Scandinavians are likely to buy British 
coal without delay, since the Baltic season is short and stocks 
of coal in Scandinavian countries are low. 

i..There is nothing to be said in regard to the time charter 
market, which remains inactive. 


Charters 
Str. Docket, 3,283 t., Atl. range to U. K., coal, $5.75, free wharf- 
age; prompt. 
Str. West Cohas, 4,472 t., Atl. range to U. K., part cargo of coal, 
$5.75, free discharge; prompt. 


Strs. Allegwash, 2,491 t., and Hundvane, Atl. range to U. K., coal, 
$6.25, free discharge. 


Str. Tenafly, 2,911 t., Atl. range to U. K., coal, $6.50, free dis- 
charge; July 


Str. 2,174 t., AtL. range to U. K., coal, $7, free discharge; 
prompt. 


Str. Robin Gray, 5,120 t., Atl. range to Rio Janeiro, coal, $3.75, 
July form; prompt. 
July 2 


With coal exports practically a thing of the past, so far as 
Europe is concerned, the situation of the vessel owner is one 
of perplexity. The number of idle carriers resting in southern 
waters is placed at more than 120, whose owners refuse to enter 
the coastwise trade at rates from $2 to $2.50 per ton from Hamp- 
ton Roads to New England ports. As for other trades, there 
is nothing at present to give them encouragement. 
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Operators in the transatlantic trades report ability to get very 
respectable cargoes both going and coming, which they account 
for by the fact that the great fleet of tramp steamers has been 
reduced to a minimum, while the old passenger lines are unable 
to carry more than a few hundred tons. 

No definite action was taken in respect to rates at the North 
Atlantic and United States Conference. It was thought that it 
would be decided to reduce the rates on grain from the north 
Atlantic to Europe, which were recently advanced from 5s. to 
6s. on account of the position of the Gulf shippers. 

Intercoastal trade promises to receive a perceptible impetus 
through the increase in lumber shipments from the west coast 
via the Panama Canal to ports on the Atlantic. From Puget 
Sound to this coast lumber is paying $17 a thousand feet, and 
several recent charters have been effected on this basis. 

Lumber exports are holding up fairly well, many Japanese 
steamers being engaged in this trade with the Orient. 

The movement of grain out of the Pacific Northwest to 
Europe continues unabated. At present a fair-sized fleet of 
foreign vessels is loading wheat at Portland and other Pacific 
coast ports. Charters in this trade are being effected on the 
basis of 55s. to 57s. per quarter. 

From the Gulf there is also a free outflow of cereals, mostly 
to the Mediterranean ports, at about 8s. per quarter; to the 
United Kingdom at 6s. per quarter from Montreal, is also re- 
ported. 

Charters 


Str. Liberty Land (Am.), 3,562 t., from Puget Sound to north Atl. 
port, lumber, $17 per 1,000 ft.; July 

Str. Mundelta (Am.) 2, 955. é., same. 

Str. Munaires (Am.), 2, n t. +. Sam 

Strs. Kitteguan (Br.), 3,707 t., cote) Winston, 4,049 t., Atl. range 
to U. K., $5.75 and pei prompt. 

Str. Indian Transport (Br.), 2,653 t., Atl. range to River Plate, 
$4.50; free discharge. 

July 5 


At the present time the rate on steel from the Pittsburgh 
district to the Orient via the Pacific coast is $20.08 a net ton. 
Via New York, the rate is $21.88. Anticipating a reduction by 
the transcontinental roads, the steamship lines doing business 
between New York and the Orient, it is said, propose to cut the 
water rate from $14.28 to $13 a ton, thus making it cheaper by 
87c a ton to ship by way of the Atlantic seaboard. 

It is learned that ds low as $1.25 a ton has been accepted 
for coal charters in the Atlantic coastwise trade from Hampton 
Roads to Bangor, Me., and that plenty of tonnage is offering at 
$1.30. 

In the transatlantic trade, coal charters are being effected 
on the basis of $5.25 to Rotterdam and $6.50 to Hamburg. Fur- 
ther business on anything but a light scale is not anticipated 
by coal exporters, and rates are already displaying marked weak- 
ness. 

Grain continues to occupy the center of the stage for bulk 
cargo. The west coast continues to place new charters in the 
trade on the basis of about 55 shillings per quarter. 

The lumber trade is employing considerable tonnage out of 
the west coast, and the last cargoes of lumber to cross the Pacific 
to Japan at $10 per thousand feet are now being loaded. The 
new rate will be $12.50. The $10 rate, which was reached some 

months ago, was the lowest point touched by transpacific rates 
in a steady, consistent drop from the early post-war figure of 
$45 per thousand feet. 

Twenty-nine of the 612 vessels, having an aggregate tonnage 
of 588,445, which made the port of Hamburg during the month 
of June, flew the Stars and Stripes; 710 vessels, having a ton- 
nage of 650,846, departed this port during the same period. 

During the first quarter of this year, 699 ships, with a gross 
tonnage of 2,813,085, cleared from the port of Tampico, Mexico, 
to the United States. Of this volume, 606 vessels, representing 
2,462,999 gross tons, or 87.55 per cent of the total, were under 
the American flag. 

Charters 

Str. Parkhaven (Du.), Montreal to Antwerp-Hamburg range, 28,000 
ars. grain, 27%c per 100 lbs.; Canadian currency, two trips; prompt. 

Str. Yselhaven (Du.), Montreal to Antwerp-Hamburg range, 35,000 
ars. grain, 27%c per eg Ibs.; August. 

Str. Jobee, 3,400 t . Balto. to U. K., coal, $6.50; July. 


Str. Glenspey (Br.), 4,140 t., Atl. range to Rotterdam, coal, $5.25; 
option of Hamburg, $6.50; July. 


July 6 

Few fixtures are looked for from now on in the coal export 
trade to the United Kingdom. 

Now that the Canadian Pacific Railroad has placed Boston 
on a parity with Montreal in respect to grain exports, it is ex- 
pected that the former port will renew her former activities as 
an export center. Under the new conditions, large quantities 
of cereal will be billed through Boston, and the sailing schedules 
are to be arranged to handle consignments originating in the 
Canadian Northwest. 

Australian wheat growers have long been interested in the 
bulk handling of wheat, and the first vessel ever loaded in Aus- 
tralia with a cargo of wheat in bulk recently took 4,500 tons at 
Sydney and was dispatched to the United Kingdom for orders. 
As the dunnage required for lining the holds is not available 
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in Australia, the timber had to be imported, and the cost of fit- 
ting the ship was nearly 8c per bushel. 

Wheat and wheat products are displaying unusual activity 
just at present. It is expected that the North Atlantic and 
United Kingdom Conference will this week take up the matter 
of exports. An increase of 3c a sack has been ordered in the 
export of American flour to the United Kingrom, the new rate 
going into effect on Saturday. 

West Indies trade continues dull and very few cargoes are 
being moved. The sugar situation continues bad, and this tends 
to lessen the purchasing powers of coal users in this vicinity. 

During the fiscal year ended March 31, Canada’s imports of 
merchandise exceeded exports of Canadian goods to the extent 
of $50,961,366; in 1920 exports exceeded imports by $174,975,929. 
The United Kingdom and the United States supplied $1,070,524,- 
418 of the Dominion’s imports and took $855,147,377 of its ex- 
ports in the fiscal year 1921, the bulk of Canada’s trade being 
with these two countries. 


Charters 


Strs. Arnold Maersk (Dan.), 1,185 t., and Merwede (Du.), 1,153 t., 
se a! to Copenhagen, coal, $6.50 for the former and $6.25 for the 
atter; July. 


Mount Whitney (motor) (Nor.), 1,368 t., St. John, N. B., to U. K., 
deals; private terms 


. Bark Whiteson (Br.), 763 t., Mobile to Port Spain, lumber, private 
erms. 


Bark Reine Marie Stewart, 1,186 t., Port Tampa to Phila., phos- 
phate rock; private terms. 


Schr. Jesse G. Noyes, 1,253 t., Port Tampa to Boston, phosphate 
rock; private terms. 


PERMIT TO USE PANAMA CANAL 


The Trafic World Washington Burcas 


The Commission, by an order entered June 30, reopened, for 
such further action as it may direct, No. 11214, application of 
the United States Steel Products Company et al., under the 
provisions of section 5 of the interstate commerce act, in con- 
nection with the ownership and operation of steamer lines 
through the Panama Canal. The reopening was made on the 
Commission’s own motion. (See Traffic World, July 2, page 22.) 

In granting a permit to the Steel Products Company to 
operate ships through the canal the Commission held that the 
application came within its jurisdiction because the United 
States Steel Corporation, the owner of the Steel Products Com- 
pany, was also the owner of the Elgin, Joliet & Eastern and 
other lines of railroads, but that, under the conditions prevailing 
at the time, it would permit the steel company ships to operate 
through the canal. The conditions at the time were that com- 
paratively few ships were using the canal, while the railroad 
lines were so congested that they could hardly move the freight 
necessary to be moved. 

Protest against the grant of permission was made in behalf 
of the Luckenbach and other steamship interests, but the Com- 
mission disregarded it. The steamship interests contended that 
the policy of Congress was to build up a merchant marine, in- 
dependent of the railroads, and that if the canal were left free 
of railroad-owned or railroad-controlled ships, the purpose of 
Congress would be carried out. 


The Commission gave no reasons for reopening the case, 
but the implication of the terms was strong that the permit 
should be regarded as good only for the time during which the 
conditions then existing might continue. 

The further implication from the terms of the decision was 
that, if anyone interested in the matter was of opinion that con- 
ditions had changed, he might bring the subject to the Com- 
mission’s attention for further consideration. If anyone asked 
the Commission to reopen the case, the fact does not appear 
in the record, nor is there anything in the order indicating on 
whose suggestion the action was taken, if it was taken on the 
suggestion of anyone outside the Commission. 


AGREEMENTS WITH STEAMSHIPS 


The Trafic World Washington Bureau 


In response to the order requiring common carriers to file, 
on or before June 30, contracts or agreements with steamship 
companies engaged in foreign commerce, the Commission has 
received copies of agreements and “understandings” with steam- 
ship companies from the New York Central, the Southern Rail- 
way and Mobile & Ohio, the Texarkana & Fort Smith Railway 
Company, the Boston & Maine, the Great Northern, the Penn- 
sylvania, the Atlanta, Birmingham & Atlantic, and the Baltimore 
& Ohio. 

The New York Central Lines filed agreements with the 
Cunard Line and the Leyland Line, covering use of the piers 
of the Boston & Albany at East Boston, Mass., and the inter- 
change of traffic between the Boston & Albany and the steam- 
ship lines. The preamble of these agreements states that it is 
desired “that relations in the nature of a close traffic alliance” 
should be maintained between the Cunard Line and the Boston 
& Albany and the Leyland Line and the Boston & Albany. The 
effect of the agreement appears to be that the steamship com- 
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panies will prefer the rail carrier and the latter the steamship 
companies in the handling of export and import traffic, where 
such preference may be given in accord with the law. The 
railroad company, under the agreement, promises to get export 
freight for the steamship company, which makes a similar 
promise as to import freight for the railroad company. 

The Mobile & Ohio and Southern Railway filed an agreement 
with the Munson Steamship Lines relating to service between 
Mobile, Ala., and South American ports. Under this agreement 
the Munson company agrees not to put in service between any 
other Gulf port and Buenos Aires or other South American 
ports without the consent of the railroad companies. The 
agreement also contemplates co-operation between the steam- 
ship company and the rail lines for the development of traffic 
for each party. A similar agreement between the Mobile Liners, 
Inc., and the Southern and Mobile & Ohio as to traffic between 
Mobile and European ports was filed. 

The Southern filed an agreement with F. D. M. Strachan 
governing service between Brunswick, Ga., and European ports. 
This agreement provides that the Southern will use its best 
efforts to get cargoes for Strachan with the proviso that the 
ocean rates are to be made at all times with fair relation to 
the ocean rates prevailing from South Atlantic and Gulf ports. 
It is further provided that the Southern shall have preference 
on import business, provided the rates of the Southern are no 
higher than that charged by competing carriers. 

Another agreement with the Munsoon Line relating to serv- 
ice between Mobile, Ala., and Cuba, Mexico, and the West Indies 
was filed by the Southern. 

The Texarkana & Fort Smith Railway Company filed an 
agreement between it and the Kansas City Southern and the 
Kerr Steamship Company, Inc., relating to service between Port 
Arthur, Tex., and Liverpool and other foreign ports, providing 
that the ocean rates from Port Arthur shall be no higher than 
those from Galveston. Both parties agree to co-operate in get- 
ting traffic in and out. 

The Boston & Maine filed a number of agreements headed 
“memorandum of understanding,’ relating to interchange of 
traffic at Boston with various steamship companies. 

The Great Northern filed an agreement between it and the 
Nippon Yusen Kabushiki Kaisha relating to the transportation 
of through cargoes from Seattle to the Orient and from the 
Orient to the United States. 

The Pennsylvania filed agreements between the Northern 
Central Railway Company and the International Mercantile 
Marine, and between the Pennsylvania and the I. M. M., cover- 
ing the handling of import traffic at Baltimore, and export and 
import traffic at Philadelphia, respectively. 

The Baltimore & Ohio filed agreements between it and Don- 
aldson Bros., Ltd., North German Lloyd, Scandinavian-American 
Line and Furness, Withy & Co. 

The Atlanta, Birmingham & Atlantic filed an agreement 
with the Strachan Shipping Company of Brunswick, Ga., pro- 
viding for co-operation in the development of traffic between 
Brunswick and Liverpool and other foreign ports. 


ALASKA PROVISION UPHELD 
The Traffic World Washington Pureau 


Judge Jennings, of the United States Court for the District 
of Alaska, has held constitutional Section 27 of the so-called 
Jones shipping law, which, by its terms. excludes Alaska from 
the benefit of the exception therein made in behalf of freight 
from a point in one of the states of the United States to a point 
in another state of the Union, when shipped on rates filed with 
the Commission over Canadian railroads or their water-line con- 
nections. 


That exemption in behalf of such freight was made at the 
behest of Senator Lodge, acting at the instigation of New Eng- 
land shippers who desired to retain the right to ship their stuff 
over the differential rail lines through Canada. The object of 
the section of the law under attack was to preserve to ships of 
American registry the transportation of goods between ports of 
the United States, both within and beyond the boundaries of the 
continental United States. 

The Juneau Hardware Company had a shipment of mer- 
chandise made from a point in the United States to Juneau in 
a ship of foreign registry with a view to making a test case in 
accordance with an act of the Alaska legislature authorizing and 
directing the attorney general to test the constitutionality of 
that part of the Jones shipping law. Attorney General Rustgard, 
on relation of the hardware company, sued for an injunction for- 
bidding the collector of customs to confiscate the merchandise. 

Alaska claimed that the section violated that part of the 
constitution which forbids Congress to make any regulation of 
commerce or revenue giving preference to the ports of one state 
over those of another. 

The part of the constitution alleged to have been violated 
by Congress when it passed that part of the Jones law says: 
“No preference shall be given by any regulation of commerce 
or revenue to the ports of one state over those of another; nor 
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shall vessels bound to, or from one state, be obliged to enter, 
clear, or pay duties in another.” 

Judge Jennings reviewed, at length, Downs vs. Bidwell, 182 
U. S., 244, in which the court held that for purposes of tariff 
duties, Porto Rico, although belonging to the United States, had 
not been incorporated into the United States, and that, there- 
fore, Congress had the power to lay the duties. Attorney General 
Rustgard contended that Alaska had been incorporated into the 
United States, but Judge Jennings said that, even if it had, the 
arguments on the tariff case were not applicable because the 
language of the two parts of the constitution was not the same. 
He said Alaska was territory of the United States, to dispose 
of which the constitution gives Congress the absolute power; 
that the part of the constitution quoted was written by the 
states for their own protection, and without application to the 
territory of the United States. He said that Congress having the 
power to dispose of Alaska, it surely could regulate the com- 
mercial intercourse with Alaska, either to the extent of clos- 
ing all Alaskan ports or saying that the intercourse between the 
states of the United States and the ports of Alaska should be 
carried on only in ships flying the American flag. 


SHIPPING BOARD BUSINESS 


The Trafic World Washington Burcau 


The Shipping Board announced June 30 that it would receive 
bids July 30 on the 287 wooden ships which it has tied up in 
the James River and on the Pacific coast. The vessels have a 
tonnage of 900,000 tons and are not held to be adaptable for use 
by the board. It is believed they could be used to advantage 
by foreign governments in their coastwise trade. It is expected 
that many of the vessels will be sold for salvage. 

Robert H. Montgomery of New York has been appointed to 
make a report on the accounting system of the board and also 
to make an inventory of the board’s assets. 

Former Senator Sutherland, of Utah, now engaged in the 
practice of law in Washington, has declined to accept the chair- 
manship of the board of claims, which will be appointed to pass 
on claims. 

H. B. Walker, president of the Old Dominion Steamship 
Company, has been mentioned for the position of director of 
operations of the board. 


INCREASE IN MARINE LOSS 
The Trafic World Washington Bureau 


The subcommittee on marine insurance of the House com- 
mittee on merchant marine and fisheries has been directed by 
the committee to investigate the causes for substantial increases 
in the loss of shipments on vessels through pilferage, breakage 
and short cargoes which have been reported to the committee. 
The object of the investigation will be to ascertain, if possible, 
methods for cutting down the losses. Insurance rates on Amer- 
ican ships have gone up as the result of the losses, Representa- 
tive Edmonds of Pennsylvania said. The subcommittee plans 
to hold hearings in the near future at which representatives 
of shippers, shipowners and operators and marine insurance 
companies will be heard. 


SETTLEMENT OF NORWAY CLAIMS 


The Trafic World Washington Bureau 


Claims of Norwegians against the Shipping Board, aggre- 
gating $14,157,000, for fifteen vessels taken over by the board 
during the war, will be settled under an arbitration agreement 
between the United States and Norway if the Senate approves 
the agreement. The vessels were being constructed in American 
yards for Norwegians when they were requisitioned by the gov- 
ernment. The claims were taken up by the Norwegian govern- 
ment diplomatically after the claimants and the Emergency 
Fleet Corportion had failed to reach an agreement. Norway 
and the United States then drew up an arbitration agreement 
which has been submitted to the Senate by President Harding. 


GREAT LAKES PACKAGE FREIGHT 


The Trafic World Washington Bureau 


In response to appeals from the Wisconsin legislature and 
cities on the Great Lakes, the Shipping Board has delegated Com- 
missioners O’Connor, Benson, and Plummer to make an investiga- 
tion of the operation of package freight boats on the Great 
Lakes. According to a resolution sent to Congress by the Wis- 
consin legislature, package freight boats disappeared from the 
Great Lakes during the war and their operation has not been 
resumed. Officials of the board said the question of the board 
Putting ships in operation for the service petitioned for would 
have to be considered in connection with service now given by 
Private lines. They said there was no intention to establish 
lines in competition with private lines already established, if 
there are such lines in operation. The House recently passed 
the Scott bill affording relief to passenger and package boats 
on the Great Lakes by modifying the requirements of the La- 
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Follette seamen’s act as to working conditions for crews on 
vessels on the Great Lakes, but the Senate has not acted on the 
measure. It was asserted that the seamen’s act had prevented 
the operation of boats on the Great Lakes. 


STEAMSHIP SERVICE TO ALASKA i 

In response to requests from Alaska for the establishment 

of a government shipping line between the United States and 
Alaska, Senator Cummins has introduced a bill (S. 2203) pro- 
viding for such service. The bill provides that the Shipping 
Board shall turn over to the Secretary of the Interior a suffi- 
cient number of ships to run between the United States and 
Alaskan ports in conjunction with the Alaskan railroad. The 
operation of the line would be subject to regulation by the In- 
terstate Commerce Commission. In a recent memorial to Con- 
gress the Alaskan legislature averred that private steamship 
interests did not provide adequate service between Alaska and 
the United States, with the result that Alaskan idustries were 
being stifled. The bill also would give the President authority 
to co-ordinate the various governmental agencies having jurisdic- 


tion over Alaskan affairs. The bill was referred to the terri- 
tories committee. 


OCEAN FREIGHT RATE AGREEMENT. 

Traffic managers of American and foreign steamship lines 
and representatives of the Shipping Board will hold a meeting 
at Atlantic City, July 11, to consider effecting an agreement on 
the level of ocean freight rates from Atlantic and Gulf ports. 
One of the questions to be taken up at the conference will be 
that in reference to what territory is in the North Atlantic and 
what ports should be considered in the South Atlantic terri- 
tory. Present rate arrangements are said to be unsatisfactory 
and an effort will be made to smooth out the differences. 


COURT RESTRAINS COMMISSION 


The Trafic World Washington Bureas 


The federal district court at Trenton, N. J., has issued a 
restraining order suspending the order of the Commission in 
No. 10582, American Creosoting Company vs. Central of New 
Jersey et al., application having been made by the Pennsylvania, 
one of the respondents. 

The Commission had held that it was unduly prejudicial for 
the carriers to allow creosoting in transit on the through rates 
on lumber in Central Freight Association territory while denying 
a like privilege at the plant of the complainant at Newark, N. J. 
The undue prejudice, under the terms of the order, was to be re- 
moved on or before July 20. 

The restraining order was issued on the allegation of the 
Pennsylvania that the effect thereof would be to deprive it of 
its property without due process of law and without just com- 
pensation. It contended that it was error of law for the Com- 
mission to base an order directing the removal of undue preju- 
dice on the facts shown in that case. The finding of undue 
prejudice was based on the fact that the Pennsylvania was a 
party to tariffs that permitted creosoting on lumber from the 
south at points in Central Freight Association territory, but that 
in Trunk Line territory, on tariffs issued by the Pennsylvania, 
that privilege was not given. 

In the. case before the Commission, the respondent trunk 
lines said they were not responsible for the grant of the privi- 
lege by the lines in Central Freight Association territory, none 
of which serves the plant of the complainant at Newark; that 
the granting or withholding of that privilege was allowed, under 
the rules of the Commission, to the carrier that desired to grant 
it, regardless of the wishes of parties to the joint tariffs, and 
that, therefore, they were not responsible for the undue prejudice 
alleged. 

This is the first challenge of the validity of an order of the 
Commission that has been made for a long time. Carriers, for 
several years, have been obeying its orders without raising ques- 
tions as to their lawfulness. 


PAYMENTS TO CARRIERS 


The following additional partial payment certificates were 
made public by the Commission July 6: Manistique & Lake 
Superior, $33,000; Flint River & Northeastern, $4,000; Waupaca- 
Green Bay, $4,000; Chicago Great Western, $150,000; Trinity 
Valley Southern, $1,500; and the Susquehanna & New York, 
$50,000. 

A certificate under section 204 (reimbursement of deficit) 
was issued to the Secretary of the Treasury in behalf of the 
Knoxville, Sevierville & Eastern for $15,000. The Commission 
found that the carrier owes the government $2,209.01 on account 
of traffic balances and other indebtedness. 

Additional partial payment certificates have been issued by 
the Commission as follows: New Orleans Great Northern, $130,- 
000; Erie, $1,000,000; Middletown and Unionville, $3,500. 


PETITION FOR REHEARING 
The Illinois Northern Railway has asked for a rehearing in 
No. 4181, Second Industrial Railways Case. 
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LOSS AND DAMAGE CLAIMS 


(Fourteenth of a Series of Articles Written for the Traffic World by 
C. H. Dietrich) 


Freight Claim Rules (Continued) 


Rule 70. Destination Reports and Records. When check at desti- 
nation (5-s) develops over, excess (5-x), short damage, record shall 
be made within five days, and such record shall include all notations 
of previous checking which appear on waybill. Report of over or ex- 
cess only shall be forwarded within thirty days either through Freight 
Claims Office, or junction point, or direct to initial point. Shortage 
or damage known by agent to exist at the time of delivering freight 
shall be endorsed on paid freight bill if so requested by consignee. 
When endorsing paid freight bill given consignee, agent must be 
particular to state nature and extent of shortage or damage and in- 
variably affix his signature, with date of notation. 

The only portion of this rule that is of interest to the re- 
ceiver of freight is the last part, providing for notation of known 
shortage or damage existing at time of delivery being made on 
paid freight bill and signed by the agent with date of notation. 

This practice is generally observed, but there are some lines 
that prefer giving a short or damage slip in preference to de- 
facing the paid freight bill with this notation; but, irrespective 
of the detailed plan followed by the individual carriers, the fact 
remains that the foundation of every claim for loss or damage 
should be laid at the time delivery is taken, if shortage is appar- 
ent. There is no question but that innumerable controversies 
in connection with adjustment of claims arise on account of no 
understanding having been reached between the receiver of the 
freight and the destination railroad agent with respect to the 
articles checking short or the amount of damage which exists 
at the time the freight is delivered into the hands of the con- 
signee or his representative. There may be instances, it is true, 
where the exact amount of damage cannot be developed at the 
freight station on account of some peculiarity of the shipment, 
but in the great majority of cases it is perfectly feasible to 
determine without much question the condition of the property 
with respect to any shortage or damage, and if this is deter- 
mined and a proper notation signed by the agent is secured, the 
matter of arriving at the amount in dollars and cents is gen- 
erally simple. 

One of the drawbacks to the obtaining of the proper nota- 
tion in such cases is on account of delivery being made to dray- 
man or other representative of the consignee. This is particu- 
larly true at the larger siations, where consignee’s place of busi- 
ness is not adjacent to the freight station, but if the drayman 
or representative who takes delivery is properly instructed along 
these lines a great deal of controversy later on could be pre- 
vented and the payment of claims greatly expedited. 

Rule 86. Reporting non-perishable L. C. L. refused. When non- 
perishable, less than carload freight is refused at destination, it should 
be reported within five days after refusal. 

Rule 87. Reporting non-perishable C. L. refused. When non- 
perishable carload freight is refused at destination it shall be re- 
ported by wire immediately after refusal. : 

Rule 88. Non-perishable L. C. L. unclaimed. When non-perish- 
able, less than carload freight is unclaimed at destination, it shall be 
reported within thirty days after arrival thereof. , 

Rule 89. Non-perishable C. L. Unclaimed. When non-perish- 
able, carload freight for non-resident or unknown consignee _ re- 


mains unclaimed, it should be reported by wire within five days 
after the arrival at destination. 

Rule 90. Reports mentioned in Rules 86 to 89, inclusive, shall 
show reason for non-delivery if known and. with the exception pro- 
vided for in Rule 85, shall be made to consignor if definitely shown 
on the waybill or shipment; if not so shown then to the bill of lading 
earrier. If neither the consignor nor the bill of lading carrier can 
be ascertained from the billing or shipment, then report shall be 
made to the waybilling station, which waybilling station shall within 
twenty-four hours (Sundays and legal holidays excluded) transmit 
the report to the consignor. initial carrier, or its next wavybillinge 
connection, in conformity with the above. Failure to comply with 
Rules 85 to 90, inclusive, shall render the carrier guilty of negligence: 
in the event of payment of a claim by another carrier under legal 


liability. 

These five rules, relative to the reporting by destination 
agent of freight refused or unclaimed, all originated with a view 
toward putting into the hands of the shipper prompt informa- 
tion relative to the non-delivery of his freight, and are not based 
on any legal requirements incumbent on the carrier. 

The difficulty generally experienced in connection with this 
feature is due to the apparent disinclination on the part of the 
consignee to furnish the destination agent promptly on receipt 
of notification card, his refusal of the property. This is a mat- 
ter that is difficult to overcome. An agent with freight on hand 
dislikes to report back to the shipper or billing agent that freight 
is actually refused until positive information has been given to 
him to this effect by the consignee; but in many instances, par- 
tiularly with semi-perishable or highly seasonable goods, failure 
promtply to notify the shipper of non-delivery works a definite 
hardship on him and not infrequently results in claims being 
filed for damage that accrues thereby. Claims of this nature 
frequently lead to controversies and would be entirely unneces- 
sary if the consignee would do his part and either take delivery 
or furnish definite information of his refusal immediately upon 
receipt of notice of arrival. 


Rule 100. Handling of astray freight. When freight, less than 
carload, is found astray. it shall be immediately forwarded to marked 
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destination on a regular waybill, giving number and initial of car 
from which unloaded, name of station from which received, if known, 
and weight of shipment, freight to be billed free astray. Such way- 
bill shall bear the notation ‘‘Astray freight. Delivery only on presenta- 
tion of original bill of lading or other proof of ownership.”’ If unable 
to deliver, the carrier holding the astray freight shall report back 
without delay to carrier or carriers in interest. The fact of astray 
being in_ possession of carrier does not of itself locate liability for 
concealed loss. Unless charges have been prepaid, the terminal car- 
rier shail ascertain the initial point of shipment and collect sufficient 
charges to protect all interested carriers, and which will maintain the 
integrity of the lawfully published rates and charges. 

if delivered on presentation of original bill of lading the delivering 
agent shall immediately report the facts to the agent issuing the bill 
of lading, and request such agent to take record on his shipping order 
or Gffice copy of billing of the fact that such astray freight delivery 
has been made or if delivered on other proof of ownership deliver- 
ing agent shall make reasonable effort to determine line issuing the 
bill of lading, and if successful, serve similar notice. 

Carriers shall accept astray freight, even though it does not bear 
full name of the consignee. If such freight bears marks sufficient 
to show destination it must be accepted and forwarded as provided 
in this rule. This provision, however, shall not apply to shipments 
of export freight found astray at frontier points and which cannot be 
forwarded owing to customs regulations. 


Any carrier failing to comply with the provisions of this rule 
shall be deemed guilty of contributory negligence. 

The enforcement of that portion of this rule concerning de- 
livery of astray freight to marked consignee only on presenta- 
tion of original bill of lading or other proof of ownership on 
its face, would seem to work an injustice on the consignee, in 
that the freight having reached destination without revenue 
billing is ordinarily a defect. in transportation rather than any 
fault of the shipper or consignee, and it would seem plausible 
that a delivery to the marked consignee, either without pay- 
ment of freight or on collection of some arbitrary amount, would 
be a reasonable practice. 

The necessity for requiring the surrender of the original 
bill of lading or other proof of ownership is due to the fact that, 
unless some precaution of this kind is taken, the destination 
agent would be without any means of tracing for revenue billing 
to originating station, and there would also be the opportunity 
of delivering freight that had originally checked short and on 
which a claim might easily have previously been paid. That 
this danger is not an imaginary one is easily demonstrated by 
the fact that in last year’s claim payments the largest single 
item was that for the loss of an entire package. In other words, 
claim prevention bureaus have satisfied themselves that one of 
the large leaks in this direction is the indiscriminate delivery 
of astray freight to marked consignee without requiring proof 
of ownership—original bill of lading or some similar evidence 
to protect the carrier, first, in securing revenue billing on which 
to collect the proper freight charge and, second, information 
necessary to protect it against the delivery of freight on which 
claim has previously been adjusted. 

In this connection it is surprising how many packages g0 
astray for the simple reason that a second-hand package is used 
and the original marks not obliterated. Where this occurs it is, 
of course, natural for the package to stray back to the point 
of its original destination on the marks of the original consignee, 


which frequently is far remote from the point to which the. 


package was actually billed. 


Rule 121. Loss of liquids by damage to container. When leak- 
age of licnid, other than import oils, develops en route, carrier handling 
the shipment at the time leakage is detected shall stop leak, make 
necessary repairs. or transfer contents and ascertain exact weight. 
Failure to so repair, transfer or ascertain exact loss by weight, shall 
render carrier or carriers at fault liable for loss. This rule does not 
apply to claim for an amount proratable under Rule 110. 


This rule is primarily designed to locate loss by leakage of 
liquids with the individual carriers handling the shipment and 
contains a penalty for failure to recooper a package discovered 
leaking in transit. The necessity is just as great, however, for 
consignee receiving a leaky package at destination to take 
proper steps to ascertain the exact loss on delivery and have his 
freight bill so noted, in order that there may be no controversy 
later concerning the exact amount of his loss. 

Rule 160. Claim for concealed loss or damage (Rule 5-j and 1) 
which, after deducting salvage or other proper credits, does not 
exceed $50, shall be prorated on mileage from initial point. to destina- 
tion without regard to seal record or to record of handling at inter- 
mediate points; provided the investigation discloses a lawful basis for 
payment by demonstrating as provided in Ruling R-18 that the loss or 
damage did not occur prior to delivery to or after delivery by carrier. 

Claim for loss of a package, loss from a package or damage 
which. after deducting salvage or other proper credits. does not 
exceed $20, and is not provided for in the first paragraph of this 


rule shall be prorated on mileage from point of shipment to destina- .- 


tion, unless the record of checking at destination, junction or break- 
bulk point locates the loss or damage, in which event claim shall 
be prorated on mileage from last point at which shipment checked 
in full and in good order to point where loss or damage was discovered. 
No investigation further than the development of the above records 
of checking shall be permitted. This rule will apply except as pro- 
vided in Rules 132, 133, 169, 171, 174, 187 and 188 and Ruling R-18. 
R-18 concealed loss and damage. Effective on all claims on ship- 
ments moving on and after August 18th, 1916, a prerequisite to the 
recognition and apnorticnment hetween earriers ef claims for concealed 
loss or concealed damage, other than those recovered by legal _pro- 
cess, shall be the complete evidence prescribed in the Freight Claim 
Division’s standard forms for the investigation of such claims. 


While the prorate provided for in this rule as between car- 
riers is of no particular coneern to the shipper or receiver of 
freight, the requirements of this rule, together with Ruling R-18. 
indicate the necessity of supporting a claim for concealed loss 
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or damage with the standard forms required and which have 
been recognized as a reasonable requirement by the National 
Industrial Traffic League, and furnish in substance a record of 
the handling between the shipper’s warehouse and the railroad 
station at point of origin, likewise the handling at destination 
after having been removed from the carrier’s hands, as the rule 
indicates these standard forms must support the claim before 
the paying carrier can make a distribution between the interested 
lines, and it must, therefore, necessarily secure such supporting 
papers from the claimant before adjustment is made. 

I presume it is not exaggerating to any great extent to say 
that this class of claims (concealed loss or damage) is perhaps 
as troublesome, on the whole, as any other met with in our ad- 
justment work, for, while it is anticipated that there is always 
opportunity for the pilferage of merchandise and the recoopering 
of the package without leaving noticeable evidence behind, there 
is likewise a wide field for errors in packing or unpacking, as 
well as pilferage before and after the package reaches or leaves 
carriers’ hands, and to the writer it has always seemed an unfair 
purden to place on the carrier in holding him alone responsible 
for differences between the record of packing at point of origin 
and the record of consignee’s unpacking at final destination, 
particularly where no evidence whatever is found of the pack- 
age having been opened in transit. Only in such cases can a 
loss be properly termed concealed. While the steel tape or 
wire straps are coming into more general use in the protection 
of merchandise that is largely subject to pilferage, they do not 
necessarily prevent a box being opened and freight stolen there- 
from. Still, it is a difficult matter to tamper with such a pack- 
age without leaving clear evidence behind, and it is at least some 
satisfaction in paying a claim for pilferage of this sort to feel 
that the property was actually lost in transit. 


Rule 230. Handling of damage shipments. When freight re- 


ceived from another carrier is found to have been damaged by 
wreck or otherwise, necessitating a return to shippers for repairs, 
or when freight checked at junction points in damaged condition 
and aliowed to go to destination, is refused and must be returned, 
no charge shall he made for the return movement; provided, return 
movement is made by the same route as when forwarded, and pro- 
vision therefor is made in conformity with published tariff, reference 
to original billing to be shown on return billing. A carrier responsible 
for damaged freight is also responsible for freight charges to destina- 
tion if it chooses to send the damaged property forward. 

This rule provides a practical plan for getting damaged 
property back into the hands of the shipper or manufacturer, 
which almost invariably permits of minimizing the damage. Too 
frequently we meet with the decision of consignee to have noth- 
ing whatever to do with a shipment which arrives in a damaged 
condition, and, while a return to the shipper undoubtedly results 
in many instances in considerable inconvenience, it is the only 
solution, so far as the carrier is concerned, except the property 
be taken over and disposed of at a great sacrifice. 

It is a difficult matter to convey to the receivers the idea 
that under the very best conditions there is bound to be some 
damage to freight in transit, and that they should veasonably 
be expected to co-operate with the carrier, where such damage 
does occur, in minimizing the carrier’s loss in connection there- 
with by arranging with the shipper to have the damaged prop- 
erty returned and repaired, where this action is possible. 

R-1. <Astray freight (recommendatory only)—To secure prompt 
disposition of astray freight, package freight should, as far as practic- 
able, be branded at initial point with cushion rubber stamp, showing 
name of road, name or number of station at which loaded, and date 


of loading. 

This recommendatory practice, designed to expedite placing 
astray freight in its proper channel, would be unnecessary if 
every piece of freight that it is possible to mark bore the name 
of the shipper and his location in the shape of a stencil or other- 
wise. There has, in the last few years, been adopted by many 
shippers the practice of placing a slip showing their names and 
addresses inside the package, which has undoubtedly resulted 
in a great many packages being forwarded to correct destina- 
tion, which otherwise might never have been received. 

R-7. Leaky roof cars. Any member having knowledge of a leaky 
car shall immediately report it to the officer in charge of the operat- 
ing department of the road he represents, that steps may he taken 
to remedy such defects at once, regardless of whether said car is a 
System or foreign car, as contemplated by M. C. B. Rule 1. 

This is a ruling that might well be adopted by every receiver 
of freight subject to damage account of defective equipment; 
for a while, perhaps, few receivers of freight are familiar with 
the names of the officers in charge of freight car equipment and 
their location, of the hundreds of rail lines owning box cars 
in this country, still the receiver located on any one line cer- 
tainly is acquainted with the personnel of the officers of that 
particular company, and a letter addressed to the master car 
builder, calling his attention to leaky roof or any other defect 


that has resulted in damage to freight received, giving car num- ° 


ber and initials, would be acted on and the information trans- 


mitted to the owner line, or steps taken to remedy the defect 
on his own rails. 


Inquiries from our DAILY TRAFFIC WORLD sub- 


Scribers are answered by mail or wire and are always 
treated as confidential. 
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Loss and Damage Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
H| System, published by West Publishing Co., St. Paul, Minn. 
| Copyright by West Publishing Co.) 
a * 


LOSS OF OR INJURY TO GOODS 


Liability of Carrier for Loss of Grain: 

(Supreme Court of Nebraska.) A railroad company is liable 
for loss of grain shipped over its road, and the proof of loss 
makes a prima facie case against the company, by reason of 
the presumption that the loss resulted from some cause other 
than one which would exempt the company from liability; but 
the company is not liable for the natural shrinkage in weight 
of grain during shipment, due to its drying and losing a per- 
centage of its moisture content.—Nye-Schneider-Fowler Co. vs. 
Chicago & N. W. Ry. Co., 182 N. W. Rept. 967. 

The burden of proving the extent of loss of grain from the 
car during shipment is upon the shipper and does not shift to 
the railroad company.—Ibid. 

Proof of weights of grain before and after shipment, when 
shown to have. been carefully made and with proper apparatus, 
is presumptively correct, but, where the railroad company in- 
troduces evidence of mistakes, or other evidence tending to 
impeach the accuracy or reliability of the weights, or of the 
record of the weights made, the question of the correctness of 
the weights is for the jury and is a fact which the shipper must 
prove by a preponderance of the evidence.—Ibid. 

Where evidence is introduced to show that grain will shrink 
in weight during shipment, owing to loss of moisture content, 
it at once appears that the mere discrepancy in weight before 
and after shipiment cannot be relied on alone to prove the 
actual loss of grain from the car, and the burden, therefore, of 
proving such shrinkage, or the reasonable limit of such shrink- 
age, and of making allowance therefor, is upon the shipper.— 
Ibid. 

Instructions on the burden of proof in such cases exam- 
ined, and held erroneous.—Ibid. 

Liability of Carrier Attaches Only After Acceptance and Receipt 
of Freight for Shipment: 

(Supreme Court of North Carolina.) The liability of a com- 
mon carrier of goods as carrier attaches only after acceptance 
and receipt of freight by it for shipment, hence the mere piling 
of lumber beside the tracks and the acceptance by the carrier’s 
agent of an order for a car, it appearing that it was the custom 
to load the car and turn it over to the agent, will not establish 
the relation of carrier and shipper so as to render the carrier 
liable for destruction of the lumber, particularly where the 
shipper testified that he could have removed the lumber at any 
time.—Charles A. Brown & Bro. vs. Payne, Director-General oi 
Railroads, et al., 107 S. E. Rept. 310. 


Provision Limiting Time for Suit Must Be Complied with: 

(Court of Appeals of Georgia, Div. No. 2.) <A provision of a 
contract of shipment, requiring suit for any injury to the live 
stock transported to be brought within six months, must be com- 
plied with when no act or conduct of the carrier obviates the 
necessity of compliance.—Golden Live Stock Co. vs. Hines, Di- 
rector-General, 107 S. E. Rept. 361. 


DELAY IN TRANSPORTATION OR DELIVERY 


Evidence Insufficient to Show Negligent Delay on Part of Carrier: 

(Court of Civil Appeals of Texas, Fort Worth.) In an action 
for damages to a shipment of meal, evidence held, in view of war 
conditions, insufficient to show negligent delay so as to render 
the carrier liable for its becoming heated.—Hines, Director- 
General, et al. vs. First Guaranty State Bank of Aubrey, 230 
S. W. Rept 764. 

A carrier is not liable for injury to a shipment of meal be- 
cause of the inherent vice of the article, which became heated 
merely as a result of transportation.—Ibid. 

Evidence held insufficient to show negligence on the part 
of a carrier in preserving meal after it arrived at point of 
destination in a heated condition, but, on the contrary, to tend 
to show the utmost care on part of the carrier.—Ibid. 


TRANSPORTATION AND DELIVERY BY CARRIER 
Rule Requiring Loading Within 24 Hours Held  Inapplicable 

Where Car Was Furnished Prior to Desired Time and With- 

drawn on Day for Loading: 

(Kansas City Court of Appeals, Missouri.) A rule of the 
railroad during the war that shipper must load cars within 24 
hours had no application in an action for damages for failure 
to furnish a car on Tuesday, in compliance with an order for a 
car to be set in at a station to be coopered on Monday and loaded 
the day following, and agreement to do so, it appearing that the 
car was placed the previous Saturday and, after being coopered 
by plaintiff on Monday, was withdrawn on Tuesday, the day on 
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which the shipper ordered it for loading and when he was ready 
to do so.—Bartlett vs. Missouri Pac. R. Co., 230 S. W. Rept. 660. 


CARRIAGE OF LIVE STOCK 


Liability and Measure of Damage for Delay to Shipment of Live 

Stock: 

(Supreme Court of Montana.) In an action against a rail- 
road for damages to a shipment of live stock from delay in trans- 
portation, testimony explaining what is meant by a “stock run” 
claimed to have been promised plaintiff by defendant’s agent, 
held admissible to assist the jury in determining whether the 
shipment under all the circumstances had been transported with 
reasonable diligence and dispatch, not having been admitted to 
prove an element not contained in the contract.—Rice vs. Chi- 
cago, M. & St. P. Ry. Co., 197 Pacific Rept. 999. 

In an action for damages to a shipment of live stock from 
delay in transportation, instruction that, if the jury found for 
plaintiff, the measure of damages was the difference, if any, 
between the fair, reasonable market value of the sheep delivered 
at destination without the negligent delay, and their fair and 
reasonable market value at the time of delivery at destination 
in the condition in which they were delivered, held to correctly 
state the measure of damages as applied to the facts disclosed 
in proof.—lIbid. 

In an action on an assigned claim for damages to a shipment 
of live stock through delay in transportation, variance between 
the complaint, alleging the shipper assigned the claim for valu- 
able consideration to plaintiff, and proof, showing the assign- 
ment was merely for collection, and that the shipper retained 
his beneficial interest, held immaterial, and not amounting to a 
failure of proof.—Ibid. 

(Court of Civil Appeals of Texas, Austin.) Unreasonable 
delay in unloading the cattle at the point of destination held 
for the jury.—Galveston, H. & S. A. Ry. Co. vs. Buck et al., 230 
S. W. Rept. 891. 

In stock shipper’s action against railway for damages to 
cattle shipped, whether the railway in the exercise of ordinary 
care should have given the shipper information as to the probable 
congestion and inability to handle the cattle promptly at the 
point of destination, upon which he might not have made the 
shipment at all, or might have unloaded his cattle in transit 
for food and water, held for the jury—Ibid. 

Where the shipper proves an unreasonable delay, resulting 
in loss or injury to his property, which the carrier seeks to ex- 
cuse by showing the existence of unusual conditions, it must 
assume the burden of pleading and proving the validity of the 
excuse.— Ibid. 

Where, by the exercise of ordinary care by the carrier, notice 
could have been brought home to the shipper of unusual con- 
ditions: making loss from delay probable, thereby affording the 
shipper an opportunity to protect himself by not shipping at 
all or by otherwise dealing with such conditions, the existence 
of the conditions constitutes no defense to the carrier for the 
delay, where no such notice has been given.—lIbid. 

The issue of failure of the caretakers to properly look afer 
cattle shipped was not raised where, though the railway pleaded 
specially the stipulations of the shipping contract obligating the 
shipper to attend and take care of his cattle, there was no alle- 
gation of breach of this condition, nor any charge of contributory 
negligence in this respect.—Ibid. 

In shipper’s action for damages to cattle shipped, where the 
railway’s right to have the jury exclude from the amount of 
damages found the usual and ordinary losses from shipment or 
those resulting from the condition of the cattle was safeguarded 
by the general charge, the carrier was not entitled further to a 
specific instruction, which required the jury to find no damages 
whatever if they should believe that the injuries to the cattle 
were caused in part by impoverished condition of the cattle, un- 
less they could separate such damages from those accruing from 
the negligence of the carrier, for in such a case the jury were 
not required to be able to “separate” damages caused by neg- 
ligence from those resulting from other causes, as that term 
would ordinarily be understood by a jury, so that the requested 
instruction was incorrect and misleading.—Ibid. 

A carrier is not relieved from liability for loss to cattle shipped 
caused by negligence or unreasonable delay by the fact that 
their impoverished or bad condition may have contributed to 
their death or injury, but, if guilty of negligence or unreasonable 
delay which proximately resulted in injury, the carrier is liable, 
though the results may have been more disastrous than would 
have been the case had the cattle been in good condition.—Ibid. 





ARKANSAS EXPRESS RATES 


An investigation of intrastate express rates in Arkansas, 
on petition of the American Railway Express Company, has been 
ordered by the Commission in No. 12891, in the matter of intra- 
state rates of the American Railway Express Company between 
points in the state of Arkansas. The Arkansas Railroad Com- 
. mission refused the express company permission to apply to 

intrastate traffic the percentage increases authorized by the 


Commission on interstate traffic. The case will be assigned for 
hearing later. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 

a * 


REGULATION OF COMMON CARRIERS. 
Liability of Shipper for Undercharges: 

(Supreme Court of Oregon.) Under Act Cong. Feb. 4, 1887, 
6, as amended by Acts March 2, 1889, 1, and June 29, 1906, 2 
(U. S. Comp. St. 8569), all patrons of a common carrier are 
bound by the rates in effect at the time an interstate shipment 
is made.—Oregon-Washington R. & Nav. Co. vs. Cascade Con- 
tract Co., 197 Pac. Rept. 1085. 

Defendant shipper was bound to know the existing tariff 
of a railroad company, being charged with knowledge that the 
railroad could not charge less than or more than or any rate dif- 
ferent from that prescribed in the current schedule; and, having 
paid the rate in force at the particular time, the shipper is bound 
thereby, and can not counterclaim as for an overcharge when 
sued for unpaid balances of freight.—Ibid. 

Shipper May Not Counterclaim for Sideboards When Sued for 

Balance of Freight Charges: 

A shipper’s charges against the railroad for lumber fur- 
nished for sideboards in transporting the shipment did not con- 
stitute a proper counterclaim in favor of the shipper, when sued 
for an unpaid balance of freight, because it was not specified 
in the schedule of rates which the railroad had filed.—Ibid. 








& Ss 

a e 2 e 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 

a. & 


Consignee Held Not Liable to Shipper for Lighterage Charges 
On Failure to Furnish Docking Facilities: 

(Supreme Court, Appellate Division, First Department). A 
bill of lading provided that the goods should be taken from the 
ship by the consignee immediately it was ready to discharge, or 
transhipped into lighters at the expense of the consignee. On 
arrival in the port, the ship gave notice that it was ready to 
discharge the cargo, and on failure of the consignee to provide a 
berth, arranged to have lighters brought alongside, into which 
the cargo was discharged. Held, the ship having given notice in 
regard to lightering very shortly after the vessel anchored, when 
it was impossible to know how long it would have to wait for a 
berth, and having made only a routine effort to obtain docking 
facilities, consignee was not liable for the added cost of dis- 
charging the cargo.—Gottesman et al. vs. Furness, Withy & Co., 
Limited, 188 N. Y. S. 377. 

Provision in Bill of Lading as to Lighterage Charges Held to 
Relate to Failure to Accept Goods Ready for Discharge at 
Dock: 

A provision in a bill of lading that if the consignee, imme- 
diately the vessel was ready to discharge, failed to take the 
goods from the ship, the should be transshipped into lighters at 
consignee’s expense, held to relate merely to the consignee’s 
failure to accept goods the vessel was ready to discharge in 
the proper way and at the proper place, which, because of the 
physical facts and the custom of the port, was at a dock.—Ibid. 
One Hiring Lighter to Another for Transportation of Cotton Not 

Liable as Carrier: 

(District Court, S. D. New York.) In a suit for breach of 
an alleged contract to transport cotton in New York Harbor, 
where every allegation of the libel except the jurisdictional one 
was denied, it is immaterial that a defense, which respondent’s 
pleading is wide enough to cover, was not thought of when re- 
spondent pleaded.—Bashinsky Cotton Co. versus Sunset Light- 
erage Corporation et al., 272 Fed. Rept. 120. 

The undisclosed principal of agents making a contract for 
the use of a lighter in transporting cotton may adopt the con- 
tract and sue thereon.—Ibid. 

In a suit in admiralty for breach of an alleged contract to 
transport cotton, the libelant was bound to prove by a fair pre- 
ponderance of the evidence that defendant intended to do some 
thing necessarily imposing upon it the liability of a carrier.— 
Ibid. 

Where defendant hired a lighter to plaintiff at a specified 
price per day for the purpose of transporting plaintiff's own cot- 
ton at its own charges, defendant was not responsible for the 
cotton as carrier.—lIbid. 

Charter Demise Carries Implied Warranty of Seaworthiness: 
(District Court, S. D. New York). Where the owner of 4 
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ship’s cargo of coffee in bags applied to a firm of brokers for 
barges on which to discharge a part of the cargo, there was an 
implied warranty by the brokers not disclosing that they were 
acting as such, that each of the barges furnished was seaworthy 
and fit to sustain and carry the weight usual for boats of her 
size and kind.—The Jungshoved, 272 Fed. Rept. 122. 

Under an oral demise of a barge for a specified use, there is 
an implied warranty that she is seaworthy and fit for the in- 
tended use except for patent defects.—Ibid. 

A brokerage firm which was also the owner of barges, which 
chartered three barges to libelant for use in discharging a ship, 
held liable for a loss caused by the unseaworthiness of one of 
the barges, though it was not the owner of that barge but let it 
as agent for the owner, where libelant was not notified of the 
fact that the lessors were acting as brokers.—Ibid. 

In a suit in rem against a vessel under charter for failure 
to deliver cargo, which was lost by the sinking of an unsea- 
worthy barge hired by the charterer for use in discharging the 
ship, the charterer held entitled to bring in both the broker 
from whom it hired the barge and its undisclosed owner, for 
whom the broker acted as agent, and to a joint and several 
decree against both for breach of the implied warranty of sea- 
worthiness of the barge; for the doctrine of election is not ap- 
plicable, as the wrong sounds in tort as much as in contract. 
—Ibid. 

“Carriage” includes ability to lift a cargo and hold it 
afloat, and does not necessarily involve any translation of the 
vessel from one place to another.—Ibid. 


REVENUE FREIGHT LOADING 


The Trafic World Washington Burcaw 


The number of cars of revenue freight loaded in the week 
ended June 25 was 775,061, a decrease of 5,680 cars as compared 
with the preceding week, and a decrease of 13,936 cars as com- 
pared with the week ended June 11, when the total was 788,- 
997 cars, according to compilations from carriers’ reports com- 
pleted July 6 by the car service division of the American Rail- 
way Association. 

In the weeks of 1920 and 1919 corresponding with that ended 
June 25 the loadings totaled 911,503 and 845,684, respectively. 

In the week ended June 25, as compared with the week 
preceding, there was a decline in the number of cars of grain 
and grain products from 40,994 to 38,821; a decline in live stock 
loading from 28,541 cars to 28,229 cars; a decline in coal load- 


POSITIONS OR OPEN 





GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMANE 
and THE TRAFFIC WORLD is the logical medium for getting th« 
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ing from 157,243 cars to 156,999 cars; a decline in coke load- 
ing from 5,102 cars to 4,457 cars; a decline in loading of forest 
products from 50,472 cars to 49,427 cars; an increase in ore load- 
ing from 28,886 cars to 28,921 cars; an increase in loading of 
merchandise, 1. c. 1, from 215,622 cars to 215,678 cars; a de- 
crease in miscellaneous loading from 253,901 cars to 252,429 cars. 

Loading by districts, in the week ended June 25 and in the 
corresponding week of 1920, was as follows: 

Eastern district: Grain and grain products, 5,989 and 6,400; 
live stock, 2,963 and 3,022; coal, 41,250 and 56,754; coke, 901 
and 2,997; forest products, 5,151 and 8,530; ore, 1,783 and 7,919; 
merchandise, 1. c. 1., 57,497 and 24,803; miscellaneous, 70,947 and 
113,357; total, 1921, 186,481; 1920, 223,782; 1919, 211,554. 

Allegheny district: Grain and grain products, 2,516 and 
2,196; live stock, 3,064 and 3,100; coal, 47,390 and 56,082; coke, 
2,309 and 6,295; forest products, 2,905 and 3,377; ore, 6,873 and 
9,791; merchandise, 1. c. 1., 43,804 and 36,422; miscellaneous, 51,- 
bo and 65,136; total, 1921, 160,346; 1920, 182,399; 1919, 176,- 
137. 

Pocahontas district: Grain and grain products, 141 and 129; 
live stock, 148 and 162; coal, 25,357 and 21,284; coke, 24 and 
586; forest products, 1,288 and 1,905; ore, 23 and 193; merchan- 
dise, 1. c. 1., 2,654 and 123; miscellaneous, 5,227 and 9,481; total, 
1921, 34,862; 1920, 33,863; 1919, 37,207. 

Southern district: Grain and grain products, 2,959 and 
2,900; live stock, 2,207 and 2,312; coal, 20,126 and 24,653; coke, 
443 and 195; forest products, 14,294 and 16,172; ore, 553 and 
3,341; merchandise, 1. c. 1., 37,720 and 25,748; miscellaneous, 34,- 
058 and 48,780; total, 1921, 112,360; 1920, 124,101; 1919, 116,272. 

Northwestern district: Grain and grain products, 11,159 and 
9,935; live stock, 7,841 and 7,477; coal, 5,873 and 9,272; coke, 
583 and 1,259; forest products, 14,352 and 17,673; ore, 18,317 
and 46,626; merchandise, 1. c. 1., 28,075 and 22,092; miscellaneous, 
32,217 and 438,822; total, 1921, 117,917; 1920, 158,156; 1919, 150,- 
979. 

Central Western district: Grain and grain products, 11,260 
and 9,167; live stock, 9,710 and 10,023; coal, 13,529 and 21,552; 
coke, 160 and 436; forest products, 5,218 and 5,920; ore, 566 and 
5,069; merchandise, 1. c. 1., 30,473 and 33,125; miscellaneous, 35,- 
827 and 42,593; total, 1921, 106,743; 1920, 127,885; 1919, 102,- 
092. 

Southwestern district: Grain and grain products, 4,797 and 
3,941; live stock, 2,296 and 2,678; coal, 3,974 and 5,902; coke, 
137 and 114; forest products, 6,219 and 7,092; ore, 806 and 736; 
merchandise, 1. c. 1., 15,455 and 16,631; miscellaneous, 22,668 and 
24,223; total, 1921, 56,352; 1920, 61,317; 1919, 51,443. 

Total, all roads: Grain and grain products, 38,821 and 34,- 
668; live stock, 28,229 and 28,774; coal, 156,999 and 195,499; coke, 
4,557 and 11,882; forest products, 49,427 and 60,669; ore, 28,921 
and 73,675; merchandise, 1. c. 1., 215,678 and 158,944; miscellane- 
ous, 252,429 and 347,392; total, 1921, 775,061; 1920, 911,503; 1919, 
845,684. 


L. ec. 1. merchandise loading figures for 1921 and 1920 are not 
comparable as some roads are not able to separate their 1. c. 1. freight 
and miscellaneous of 1920. Add merchandise and miscellaneous fig- 
ures to get a fair comparison. 


In the first quarter of the current year, according to figures 
promulgated by the Commission July 5, the class I roads, with 
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a mileage of 234,917, reported a total of revenue freight loading 
of 401,818,363 tons. Of that amount, 217,967,619 originated on 
the rails of the reporting carriers. The remainder they received 
from their connections. 

In that quarter the carloads of revenue freight originating 
on the rails of the reporting carriers numbered 6,224,990 and 
the total, 11,731,274. The less-than-carload freight originating 
on the rails of the reporting carriers numbered 9,846,171 tons 
and the total was 15,863,319. The grand total of carload revenue 
freight, in tons, originating on the rails of the reporting roads 
was 208,121,448 and the grand total 385,955,044 tons. 

The products of agriculture totaled 53,102,921 tons; products 
of animals, 9,835,151; products of mines, 205,296,128; products 
of forests, 38,439,375, and manufactures and miscellaneous, 78,- 
261,469. 


RAILWAY REVENUE 


The Traffic World Washington Bureau 


With reports on May revenues and expenses from all class 
I roads with the exception of the Pittsburgh & Shawmut, com- 
pilations made by the Bureau of Railway Economics, July 7, 
showed a net railway operating income for that month of $37,- 
246,000, or a return of 2.4 per cent on an annual basis on the 
Commission’s valuation of $18,900,000, adjusted for class I roads. 
In May, 1920, there was a deficit of $5,519,000. The net oper- 
ating income for April, 1921, was $29,248,874. 

Operating revenues totaled $444,566,000 in May, as compared 
with $457,306,000 in May, 1920, a decrease of 2.8 per cent. Ex- 
penses totaled $379,715,000, as compared with $437,636,000 in 
May, 1920, a decrease of 13.2 per cent. 

From September 1, 1920, to May 31, 1921, the class I roads 
earned a net return of 2.4 per cent on an annual basis, while 
in the five months from January 1 to May 31, 1921, the return 
was only 1.4 per cent. Deficits in January and February brought 
the average for the five months down. 


CAR SUPPLY SUMMARY 


The Trafic World Washington Bureau 


In a summary of general conditions as of June 28, W. L. 
Barnes, executive manager of the car service division of the 
American Railway Association, said: 





Box Cars—The supply of box cars in excess of requirements con- 
tinues to decrease. This is largely influenced by a brisk demand for 
grain cars in the west. Special attention must be given to keeping 
Class A box cars out of rough freight service, as the demand is in- 
creasing rapidly for cars suitable for grain, flour, cement, sugar, etc. 
It is very important to continue returning promptly to home roads 
cars belonging to grain loading lines. : 

Auto Cars—Some improvement in the demand for automobile 
equipment. Cars of this type should be worked home or disposed 
of to loading territory as requirements may necessitate. 

Ventilated Box Cars—Heavy loading of perishable products con- 
tinues in the South. Extremely important that ventilated cars be 
returned promptly to the owners, and not used for dead freight ex- 
cept in the direction of the empty movement. | 

Stock Cars—Supply of stock cars continues in excess of require- 
ments. 

Refrigerator Cars—The refrigerator situation has very materially 
tightened up, and while there is no actual shortage as yet, a great 
many lines are working from hand to mouth. There is an abnormal 
number of refrigerators in bad order, and we cannot too strongly 
urge that railroads make special efforts to repair refrigerators and 
= them in shape for perishable loading. We are in the midst of the 

eorgia peach movement, the southwestern peach crop is just com- 
ing on, and California is calling for assistance to move the cantaloupe 
and other crops. ; 

Open Top Cars—For past few weeks production of bituminous coal 
has averaged a little less than 8,000,000 tons per week. The number 
of surplus coal cars continues to show a reduction. : a 
u surplus as of June 8, 1921 was 163,949, compared with 178,592 

ay . 
The’ relocation of open top cars to owning lines should continue 
in accordance with Car Service Rules. 

Flat Cars—While the number of flat cars reported surplus shows 
a consistent week to week decrease there is still a sufficient number 
available to meet current demands in all sections. In order to keep 
empty mileage reduced to a minimum there should_be no forward- 
ing of cars empty to or in direction of home road if loading can 
be made available, and there should be no forced relocation of this 
equipment to home roads under present circumstances. 


CAR SURPLUS AND SHORTAGE 
The Trafic World Washington Bureau 


The number of surplus freight cars continues to decline, 
according to reports received from the carriers by the car service 
division of the American Railway Association. These show that 
on June 23 there were 377,850 cars in excess of current freight 
requirements or a reduction of 3,896 cars compared with the 
total on June 15. 

Surplus box cars totaled 140,627, or a decrease of 3,308 in 
approximately a week, while surplus: coal cars numbered 163,- 
982. The latter figure is an increase of approximately 4,500 over 
that reported for June 15, but this is due principally to a cor- 
rection that had to be made in the earlier figures resulting from 
a mistake made by one of the large carriers in its report. 

Reports also showed an increased demand for other classes 
of freight cars. From June 15 to June 23, surplus automobile and 
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furniture cars declined approximately 460, flat cars 388 and 
stock cars 1,140. 

The average daily surplus of 377,850 cars in the period 
June 15-23 was made up of the following classes of equipment: 
Box,. 140,627; ventilated box, 3,233; auto and furniture, 8,773; 
flat, 14,363; gondola, 117,551; hopper, 46,431; total, all coal, 163,- 
982; coke, 11,323; S. D. stock, 18,597; D. D. stock, 1,432; refriger- 
ator, 12,370; tank, 881; miscellaneous, 2,269. 

The average daily shortage of cars—270—was made up of 
the following classes of equipment: Box, 147; flat, 4; gondola, 
40; hopper, 11; S. D. stock, 27; D. D. stock, 16; refrigerator, 25. 


SUMMARY OF TRAFFIC FIGURES 


The Trafic World Washington Bureau 


Car-miles per day on class I roads declined from 28.5 in 
October, 1920 (the highest number of car-miles achieved since 
May, 1917, when the average was 29 car-miles) to 20.6 car-miles 
per day in April, 1921, according to a summary issued by the 
Bureau of Railway Economics. After October, 1920, there was 
a steady decline in the number of car-miles per day, the aver- 
age for November having been 26.8; December, 24.8; January, 
23.2; February, 21.3, and March, 20.9. 

Tons per car of revenue and non-revenue freight showed 

a similar decline. The high point in 1920 was in the month 
of December, when the average was 31.2 tons per car, which 
was in excess of any monthly average since 1916. In January 
the average was 30.2 tons; February, 28.4; March, 27.2, and 
April, 26.9. 
; The per cent of loaded to total car-miles in April was 63.9; 
in March, 63.3; in February, 61.1 and in January, 57.5. The 
highest percentage of loaded to total car-miles since 1916 was 
in March, 1920, when the average was 72.3 per cent. The lowest 
was in January, 1921—57.5 per cent. 


The summary covered the period from January, 1917, to 
and including April, 1921. 


CARS IN BAD ORDER 


The Trafic World Washington Bureau 


Revenue freight cars in bad order on Class 1 roads as of 
June 15 totaled 346,861 cars, or 15.1 per cent of the total num- 
ber of cars on line as compared with 14.8 per cent on June 1. 
The high percentage of bad order cars reflects the extent to 
which repairs have been deferred by the railroads on account 
of lack of funds. From 5 to 6 per cent is regarded as normal 
by railroad officials—or rather that the number of bad order 
cars should not exceed 6 per cent. 

The percentage of bad order box cars was greater than the 
general average—17.1 per cent as compared with 16.7 per cent 
on June 1, the actual number of box cars in bad order as of 
June 15 being 177,123. 

Bad order gondolas totaled 184,637 as of June 15, or 13.7 
per cent, as compared with 13.6 per cent as of Jung.1. 

$ 


CARS ON HOME LINES. 


The percentages of freight cars on line to ownership as of 
June 15. Class 1 roads, were as follows: Eastern district, 97.9 
as compared with 104.2 a year ago; Allegheny district, 101 as 
compared with 103.3 a year ago; Pocahontas district, 93.8 as 
compared with 66.5 a year ago; Southern district, 97.3 as com- 
pared with 91.7 a year ago; Western district, 97.6 as compared 
with 97.8 a year ago; grand total, all districts, 98.1 as compared 
with 98.4 a year ago; Canadian roads, 95.8 as compared with 
89.5 a year ago. 

The per cent of home cars on home roads for the country 
as a whole was 73.1 as of June 15. By districts the percentages 
were as follows: Eastern, 65.9; Allegheny, 79.3; Pocahontas, 80; 
Southern, 71.8; Western, 74.4. 





IMMEDIATE PURCHASE OF COAL 


The Commission made public, July 6, replies received from 
T. DeWitt Cuyler, chairman of the Association of Railway Ex- 
ecutives; M. H. Aylesworth, executive manager of the National 
Electric Light Association; and G. W. Elliott, secretary of the 
National Committee on Gas and Electric Service, to the letters 
sent by Chairman Clark urging the railroads, electric railways 
and public utilities to buy coal now. The writers promised to 


urge prompt action on the part of the members of their asso- 
ciations. 


PROPOSED GREAT NORTHERN PURCHASE. 


The Great Northern has applied to the Commission for a 
loan of $606,000, to aid it in financing the purchase of 500 re- 
frigerator cars, one ditcher and one pile driver, the total cost 
being $1,214,000. The company proposes to finance the balance 
of the purchase price by the issuance and sale of ‘$606,000 of 
6% per cent equipment notes. The company has arranged for 
the sale of the notes to the First National Bank of New York 
at a price of 97% per cent of par. A separate application was 
filed asking authority to issue the equipment notes. 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN S. E. LEONARD 


Serving the 
Great Southwest 


KANSAS, OKLAHOMA 
& GULF RAILWAY 
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Williamsville 


The new era of transportation 
demands personal service. We 
undertake to render this service. 
Let us assist you in solving your 
transportation problems. Our 
organization istrained and facil- 

ities provided for this pur pose. 














No bothersome large terminals, 
coupled with through freight 
trains, assures continuous 
movement between Missouri 
River and Mississippi River 
gateways and Oklahoma,Texas 
and Texas Gulf Ports. Mark 
your bill of lading K. 0. & G., 


‘tok Spent Bla a we do the rest. 
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These representatives will be glad to furnish in- 
formation concerning rates, routes, tracing, etc.: 


Mr. H. T. Winn, General Agent, Kansas City, Mo., 
330 Railway Exchange Bldg. Phone Home Harrison 6828. 


Mr. H. D. Fry, General Agent, Dallas, Texas, 
1011 Dallas County State Bank Bldg. Phone X 3950. 


Mr. F. A. Layman, General Agent, 
729 Wabash Bldg., Pittsburgh, Pa. Phone Court 4601-2. 


Mr. D. R. Peck, General Agent, 
208 S. La Salle St., Chicago, Ill. Phone Harrison 1801. 
E. J. OCONNOR 
General Freight Agent 
MUSKOGEE, OKLA. 
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RATES ON SAND FROM ILLINOIS 


The first three of a series of complaints regarding the rates 
on sand from the Illinois fields into C. F. A. territory were 
heard before Examiner Hosmer in Chicago, July 5. No. 12633, 
the Silica Sand Producers’ Traffic Association et al. vs. C. C. C. 
& St. L. et al., and No. 12642, Same vs. C. & O. et al., were 
consolidated for hearing because the two points involved, Blue- 
stone and Farmers, Ky., are only three miles apart and take 
the same rate from the Illinois, field. 

The complaints in both these cases alleged that the mem- 
bers of the traffic association were damaged by the failure of 
the carriers to publish reasonable through or combination rates. 
The rate as charged on movements) of sand between the Illinois 
field and Farmers and Bluestone was made by adding the local 
commodity rate to Cincinnati or Louisville to the local rate 
beyond. The Louisville combination so made resulted in a rate 
of $4.60 per ton, which was 30 cents less than the actual com- 
bination due to the provisions! of General Order No. 28, which 
prescribed an increase on the through rate rather than on both 
factors of the combination. 

It was alleged by R. E. Riley, traffic director for the associa- 
tion, that its members were losing business in both these locali- 
ties, where there were producers of stone who used sand as 
an abrasive. He exhibited letters from these producers in which 
they said it would be cheaper for them to install machinery 
for crushing rock so that it could be used for the same purpose 
than it would be to pay the rate complained of. He asserted 
that there was a violation of the fourth section of the act be- 
cause the carriers; assessed a rate of only $4.20 a ton to Ash- 
land, Ky., to which both the destinations involved were inter- 
mediate. 

H. S. Smith, assistant general freight agent for the C. & O., 
however, introduced a copy of fourth slection order No. 7128, 
dated December 15, 1917, which gave permission to assess lower 
rates, to Ashland and Louisville than to points intermediate. 
He also outlined the difficulties of transportation on the Lex- 
ington division of the C. & O., where, he said, the grades were 
unusually steep and the traffic congestion extreme. 


The third case, No. 12632, the Silica Sand Producers’ Traffic 
Association et al. vsj. Pennsylvania Railroad et al., involves the 
rate on sand from the Illinois field to Lancaster, O. Mr. Riley 
based his plea in this case chiefly on an alleged discrimination 
against the Illinois sand producers} and in favor of producers 
in Michigan and Pennsylvania. He said the rate charged was 
a “so-called through rate, which was nothing more nor less than 
a combination of rates to and from Chicago and Chicago Junc- 
tion points,” and resulted in a charge of $3.78 per ton for a 
haul of 392 miles, whereas from Mapleton, Pa., for a haul of 
400 miles, the rate was only $3.36. He said the per ton mile 
carnings from Ottawa, Ill., within the Illinois field, to Lancaster, 
was 9.7 mills, while fom Rockwood and Steiner, Mich., for a 
haul of only 196 miles it was only slightly higher, 9.9 mills. 

As a result, he said, there were only 90 cars of sand shipped 
from the Illinois field to Lancaster during 1920, whereas the 
five large glass plants there could use at least four cars per day. 

F. K. Crosby, assis,tant general freight agent for the C. R. 
I. & P., said that the rate from Ottawa to Lancaster was lower 
than any other rate from that point into C. F. A. territory. He 
claimed that the allegation of discrimination could be discounted, 
since the price of sand in that territory was regulated by the 
price f. o. b. cars plus the freight charges, Also, he said, more 
sand was shipped to Lancaster from the Illinois field during 
1920 than during 1917 and 1918, which indicated to his mind 
that the Illinois producers were not losing business; on account 
of the rate. 

The rate on sand from the Illinois producing field to Erwin, 
Tenn., was under attack at the hearing on docket No. 12641, 
the Silica Sand Producers’ Traffic Association et al. vs. C. B. 
& Q. et al., before Examiner Hosmer in Chicago, July 6. A 
rate of $6.02 a ton was paid on shipments of sand to Erwin 
which moved after August 26, 1920, and, according to R. E. 
Riley, traffic director for the association, this rate was nothing 
more than a combination of the local rates from Ottawa, Ill., 
to Cincinnati, from Cincinnati to Elkhorn City and from Elkhorn 
City to Erwin. This system of making rates, according to the 
complainants, keeps the Illinois producers out of the Tennessee 
markets and they asked that some sort of distance scale be 
prescribed for application generally from Illinois producing 
points to destinations in this territory. 


In opposition, G. A. Hoffelder, assistant general freight agent 
for the C. B. & Q., said the present rate to Erwin represented 
an advance of only 59 per cent since 1917 and that,. whereas 
the Erwin rate was only 44 per cent of the sixth class rate, un- 
der which sand in this territory moves, the general range of 
commodity rates was from 59.2 to 66.9 per cent. He said rail- 
road records did not show any considerable movement between 
the points involved and that the establishment of a lower through 
commodity rate was not warranted on the showing made. 

In No. 12640, the Rock Products Traffic League vs. N. Y. C. 
et al., Mr. Riley, who is likewise traffic director for this league, 
an association of sand purchasers, attacked the rate from the 
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Illinois field to Toledo in spite of the fact that, as he admitted, 
that rate had been found reasonable by the Commission on sev- 
eral occasions prior to the advances under Ex Parte 74. He 
took the position that it had never approved the rates after 
they had been advanced 40 per cent. 

The chief allegation of the complaint in this case was one 
of discrimination. Numerous exhibits were introduced to show 
that rates to Toledo from other producing points were on a 
much lower per ton mile basis than that from the Illinois field. 
It was alleged that the factor of the rate from Ottawa to Joliet, 
a distance of 44 miles, was 98 cents, whereas for a haul of simi- 
lar length, from Joliet to East Gary the rate charged was only 
80 cents. 

F. K. Crosby, assistant general freight agent for the C. R. 
I. & P., took the position. that since the Commission had origi- 
nally approved the rate and had also approved the increase 
under Ex Parte 74, the present rate was reasonable. Compari- 
sons with other rates and with the sixth class rate, moreover, 
he said, showed that the rate under attack was, in fact, a de- 
pressed one. He discounted the potential competition between 
the Illinois fields and Michigan City, and other lake points in 
sand for disposal at Toledo by asserting that lake sand could 
be obtained at that point, while sand of the quality produced at 
Ottawa and the other interior Illinois points could not. 





Personal Notes 





Hugh McKelligott has been appointed traveling passenger 
agent for the Northern Pacific Railway at Cleveland. 

R. C. Foote has been appointed contracting freight agent for 
the Chicago, Racine & Milwaukee Line and the Michigan Transit 
Company at Chicago. 

W. E. White has been appointed assistant secretary of the 
Southern Pine Association and has been placed in charge of the 
new regional office of that organization at Jacksonville, Fla. 

Wallace A. Ballard, president of the New Jersey, Indiana & 
Illinois Railroad Company, died at his home in South Bend, Ind., 
June 30. 

In a report of the meeting of the Freight Station Section 
of the Operating Division of the American Railway Association, 
in The Traffic World of June 25, it was stated that J. R. Hitch- 
cock, newly elected member of the committee of direction, was 
agent for the C. B. & Q. at Omaha. Mr. Hitchcock is assistant 
agent for the A. T. & S. F. at Kansas City and J. L. Harrington 
holds the position ascribed to Mr. Hitchcock. 

L. C. Hollingsworth has been appointed assistant general 
freight agent for the Gulf, Mobile & Northern Railroad and the 
Meriden & Memphis Railway at Mobile. F. M. Hicks has been 
appointed acting traffic manager for the same roads, vice T. D. 
Geoghegan, resigned. 


DOINGS OF THE TRAFFIC CLUBS 


The new quarters of the Traffic Club of Pittsburgh, located 
in the Fort Pitt Hotel, were opened last week. George A. Buse, 
president of the club, made a short address of welcome. The 


‘’ rooms are furnished in club style. 





Advance announcement of an outing to be held July 27, at 
Myers Lake, Canton, O., has been made by the Akron Traffic 
Association. Members, railroad representatives and their friends 
have been invited. 





Details regarding the outing of the Traffic Club of St. Louis, 
which will be held at the Wabash Club, July 19, will be dis- 
cussed at the weekly luncheon of the club, to be held at the 
American Annex, July 5. 





In reporting the annual outing of the Transportation Club 
of Peoria in The Traffic World, July 2, it was erroneously stated 
that it had been held on June 29. The steamboat excursion and 
outing is to take place July 28. A large number of out-of-town 
people are expected to attend. 





Friday, July 15, will be traffic day at the Pilgrim Tercen- 
tenary celebration, Plymouth, Mass. On that day members of 
the Traffic Club of New England, the Association of Railroad 
and Steamship Agents of Boston, the New England Traffic League 
and the Portland Railway and Steamship Traffic Association 
will attend in a body with their friends. Special train service 
from Boston has been provided and a program of sports has 
been arranged. 

The members of the Transportation Club of Louisville, with 
their families and friends, will take an excursion on the Ohio 
River, on the steamer America, July 13, in the evening. Enter- 
tainments have been arranged and refreshments will be served 
on the boat. 
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Why Does Galveston Lead? 


Statistics show this port leads all others in exportation of cotton. 
May wheat exports through Galveston exceeded all other United States ports. 


Galveston has long been recognized as a port of highest efficiency in handling oil, lumber, flour, 
foodstuffs, spelter, iron and steel articles and other miscellaneous cargo. 


The port of Galveston has attained its present high rank through one outstanding factor—and that 


Because It Is a Port of Service 


The port has the best steamship lines operating to the major ports of the world. 
Shipping Board and foreign services specialize on European shipments. 


The port is fast becoming the greatest southern outlet for shipments from the middle and western 
states shown in the above map to Cuba, the West Indies, Mexico and the Orient. 


And last, Galveston business interests have backed the port by giving the individual shipper a personal 
service and makes him feel like repeating the routing. 


We believe a trial will convince you. 
For data, rates, dates of sailing and other information 


Address Traffic Department, GALVESTON COMMERCIAL ASSOCIATION 


Galveston, Texas 
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RULES FOR COMBINATION RATES 


The Trafic World Washington Bureau 


Garriers, at a meeting in Washington July 8, made another 
effort to devise a plan for getting rid of the rules for making 
rates on combination; in accordance with freight rate authority 
No. 10. Last January they gave notice that they would abolish 
the rule, carried in tariffs, effective July 1. They thought the 
matter put into tariffs at that time would amount to a cancella- 
tion of the rule, but the Commission held that the language em- 
ployed by them amounted to no more than notice of an inten- 
tion to abolish the rule, and was not a cancellation. 

When that was done, the carriers announced that they 
would cancel the rule. on all commodities, except lumber and 
cement, on August 1, but they have not been able to carry out 
that part of the program. On cement and lumber their plan was 
to have the cancellation take place on January 1, 1922. 

The scheme was to have shippers tell what joint rates were 
necessary to enable them to carry on business and such rates 
would be published by the carriers. To points not specified by 
shippers the rates would be made by the combination of the full 
locals, so that multiple increases would be possible on many 
rates, the increase being applied on each factor. 

Why the various plans went wrong was not known at the 
time the meeting was called for Washington. Nearly every 


traffic manager has a situation of his own, making it impractic- 


able to carry out the plan of publishing enough joint rates to 
satisfy the shippers on his line. 

The Commission is in full sympathy with the general idea 
but none of its traffic advisers, thus far, has been able to work 
out a plan whereby the rule for making rates on combination 
ean be abolished, without danger of disrupting long established 
business relations. The rule seems simple enough. It is that, 
where rates are to be made by combination, only one increase is 
to be applied to the through rate. But there are innumerable dis- 
putes as to the foundation on which the single increase is to be 
based, hence the desire to get rid of the rule and go back to the 
old rule that if the rate was to be made by combination, the 
through rate should be the sum of the separate charges of each 
carrier participating in the traffic. 


PERFECT PACKAGE WEEK 


In a report issued by Herman Mueller, traffic director of the 
St. Paul Association, the result of the “perfect package week,” 
sponsored by the association and carried out the week of June 
6 to 11, is shown as highly satisfactory. The plan was carried 
out by circularizing all the shippers of freight in the city and 
furnishing each with a set of suggestions for application that 
week. These included cautions as to the marking of packages 
and the proper filling out of shipping bills and bills of lading 
as well as instructions regarding packing, sealing and routing. 

The campaign was carried out simultaneously with the 
municipal “home market week,’ and arrangements were made 
with the express company and the carriers to furnish extra in- 
spectors and to return all packages not perfectly prepared for 
shipment with reports as to the particular in which they were 
deficient. The tabulation of results showed that during the 
week 305 freight packages were rejected by the carriers out of 
a total of 26,041, or a percentage of 1.17. Even better results 
were obtained with express packages, where the rejections were 
only 103 out of a total of 22,248—a percentage of .46. 

Claim officers of the American Railway Express Company 
watched the experiment with interest and as a result are plan- 
ning a national campaign of this sort to supplement their “right 
way plan.” It is expected that the efforts expended during one 
week will bear fruit throughout the whole year. 


M. ST. P. & S. STE. M. ACQUIRES WIS. NOR. 


The Trafic World Washington Bureau 


The Minneapolis, St. Paul & Sault Ste. Marie Railway Com- 
pany, under an order in Finance Docket No. 1288, has been 
authorized to acquire the property of the Wisconsin & Northern 
Railroad Company, and to issue $2,671,000 of first consolidated 
5 per cent mortgage bonds to be used in part payment for the 
property. Commissioner Eastman dissented but filed no opinion. 

In its opinion the Commission said in part: 





The Northern operates a line of railroad extending from Neenah, 
Wis., in a general northerly direction through the counties of Outag- 
amia, Shawano and Langlade, to Wisconsin & Northern Junction in 
Forest County, Wisconsin, a distance of 133.58 miles, including 
branches. The line was constructed at different periods, beginning 
in 1905, and was built primarily to serve the Menasha Woodenware 
Company and other interests engaged in logging operations in the 
territory traversed. Forest products have always formed a large 
part of the tonnage handled. At Neenah the line connects with the 
main line of the applicant’s Chicago division, and at Wisconsin & 
Northern Junction with the applicant’s Wisconsin-Michigan division. 
It intersects the Green Bay & Western Railroad at Black Creek and 
the Chicago & Northwestern Railway at Shawano. Traffic originat- 
ing on the line is obliged to seek a market over connecting lines and 
moves under the Wisconsin distance tariff, chiefly to points in Wis- 
consin, thus being subject to the sum of two local rates. A number 
of communities have grown up along the line and various activities, 
including farming, dairying and manufacturing, have developed to a 
considerable extent. In the territory served there is still a large 
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amount of uncut timber, estimated at 3,000,000,000 feet, and the cut- 
over land is described as susceptible of development into unusually 
good farms. The record demonstrates that the line is capable of 
meeting a definite existing transportation need in that locality. The 
operations of the Northern have never been profitable, chiefly be- 
cause of inability to provide sufficient equipment. Its general bal- 
ance sheet of December 31, 1920,.shows a credit balance to profit and 
loss of $301,761. 91. Its income for 1920 shows an operating deficit 
of $575,545.22. It has outstanding shares of capital stock in the 
principal amount of $1,497,000 and unmatured funded debt of $1,- 
555,600, in addition to which it had current liabilities on December 
31, 1920, of $699,591.24. 


The applicant, in acquiring the property, expects to develop the 
local traffic to a considerable extent and to provide better local serv- 
ice, both freight and passenger, as well as to offer some reductions in 
local rates by elimination of the existing two-line haul. Such acquisi- 
tion would also give the applicant a connecting link between its Wis- 
consin-Michigan and its Chicago divisions, over which it can trans- 
port tonnage originating in the northern peninsula of Michigan 
destined to Milwaukee and Chicago, shortening the applicant’s pres- 
ent route for such movements by approximately 113 miles, . Applicant 
looks upon this connecting link function of the line as its principal 
justification for acquiring the property. 

The consideration to be paid therefor is $25,000 per mile, or a 
total of $3,339,500. Of this amount $5,000 per mile, or $868,500, is to be 
paid in cash, and the balance, $20,000 per mile, or $2,671,000, in first 
consolidated 5 per cent mortgage bonds of the applicant. These bonds 
are to be accepted by the Northern at par and the property is to be 


transferred to the applicant free and clear of indebtedness and en- 
cumbrances of every kind. 


‘she general balance sheet of the Northern for December, 1920, 
shows an investment in road and equipment of $3,353,523.81. Against 
this property there were at that time outstanding shares of stock 
aggregating $1,497,000 and bonds aggregating $1,550,600. Upon the 
transfer of the property the bonds of the Northern are to be retired, 
so that the total capitalization of this property will then amount to 
>“.6/1,000, the amount of bonds issued in part payment therefor. 
There will be no expenses in connection with their disposition other 
than the cost of printing or engraving. 

The present cost of reproduction new is estimated by applicant 
at $5,164,459. This estimate was made by taking quantities shown 
in the inventory of our bureau of valuation and applying thereto unit 
prices as of March, 1920. Depreciation of road and equipment was 
placed by applicant at $507,120, leaving a cost of feproduction, less 
depreciation, of $4,657,339. Our valuation of this property under sec- 
tion 19a of the interstate ccmmerce act has not been completed, and 
we are not at this time prepared to find whether or not the present 
cost of reproduction less depreciation is that claimed in this proceed- 
ing. But for the purposes of this application it will suffice to find, as 
we do, that the reccrd as to value justifies the proposed acquisition 
at the stated price. 

: The Chicago & North Western filed a petition for leave to 
intervene for the purpose of showing an outstanding and un- 
executed contract between it and the Northern with respect to 
an overhead crossing and an interlocking plant. The Commis- 
sion held the matter involved to be cognizable by the courts and 
passed no opinion on the question at issue. The Public Utilities 
Commission of Michigan challenged the jurisdiction of the Com- 
mission in the case as it has done in similar cases involving 


roads passing through Michigan. The Commission held it had 
jurisdiction. 


VALUATION REPORTS 


Additional tentative valuation reports, in which final values, 
subject to protest, were fixed by the Commission, were issued 
by the Commission, July 6, on the properties of the Pacific & 
Idaho Northern Railway, the Intermountain Railway Company 
and the Fourche River Valley & Indian Territory Railway Com- 
pany. The final value of the Pacific & Idaho Northern was fixed 
at $2,100,176, as of June 30, 1916; that of the Intermountain at 
$991,127, as of June 30, 1916, and that of the Fourche River 
Valley & Indian Territory at $250,000, as of June 30, 1916. 

Four additional tentative valuation reports were issued by 
the Commission July 2, in which final values as of June 30, 
1916, were fixed as follows: Great Southern, $764,401; Bridg- 
ton & Saco River, $360,568; Wiscasset, Waterville & Farming: 
ton, $500,168 and the Colorado-Kansas, $365,778. 


In an article under the caption, “Railroad Valuations,” Traf- 
fic World, July 2, p. 44, the intention was to show the all-inclu- 
sive character of the reports, forty-four in number, submitted 
by the Commission on June 27. The intention would have been 
clearer if it had been stated, as intended, that the reports cov: 
ered excess cost of lands, depreciation, appreciation, going 
concern value, working capital, materials and supplies, and all 
other matters appearing to have a bearing on the values, reach- 
ing a climax in the final value of the property owned and used 
for common carrier purposes; and of property owned and used 
but not devoted to common carrier purposes, such as hotels and 
amusement parks. The figures used in connection with the 
names of the carriers on whom the reports were served were 


those covering the final value of the property, owned and used 
for common carrier purposes. 


M. & ST. L. BONDS 


Authority has been granted by the Commission to the Min- 
neapolis & St. Louis to issue $714,000 of refunding and extension 
mortgage 5 per cent gold bonds for the purpose of reimbursing 
its treasury for expenditures made for retirement of equipment 
obligations and for additions and betterments to roadway and 
structures. The expenditures for additions and betterments to- 
taled $398,000, and for retirement of equipment obligations, $316,- 
000. The bonds will be held in the company’s treasury. 
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Railroad Accounting Service 


Valuations— 
Cost Statistics 


Vv Systems for Accounting Offices 


A corps of thoroughly experienced railroad accountants 
and analysts are available for the preparation of Federal 
Control and Guaranty Claims. 


THE ROBERTS-PETTIJOHN-WOOD CORPORATION 


Mills Bldg., Washington, D.C. Twenty East Jackson, Chicago 


By Appointment—Special Accountants, American Short Line Railroad Assn 
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sTEAMERS NEW ORLEANS—EUROPE 
Corunna, Plymouth, Bologne S/M 


and Amsterdam via Vera Cruz and 
Havana 


Sailing from New Orleans 


S. S. Zeelandia July 8th 
S. S. Hollandia August 21st 
S. S. Frisia September 17th 


First, second and third class 


Sailings every three weeks there- 
after. Sailings subject to change 
without notice. 


For further particulars apply to 
THE STEELE STEAMSHIP 
LINE, INC., Agents, 

630 Common Street, New Orleans, La. 


cause the loss of many hard 
BAD ORDER CARS earned dollars to railroad com- 
= and shippers of grain, seed, food stuffs and package 
goods. 


can be saved by the use of 
MUCH OF THIS LOSS Kennedy Car Liners. These 
car liners practically condition a bad order car and enable ship 
pers to load cars that otherwise would be rejected. 


of car liners prevent leakage 
KENNEDY SYSTEM {hn “transit and afford sani. 
tary protection to bulk shipments and food stuffs. 


WE MAKE Kennedy Car Liners for all cases of bad 
s order cars, consisting of full_ Standard 
Liners, End Liners, Door Liners, Sanitary and Sand Liners. 


give us an opportunity to submit 
WILL YOU NOT full details of our system and the 
low cost of same? We are confident this would demonstrate to 
you the efficiency and money saving merits of our proposition. 
THE KENNEDY CAR LINER & BAG CO. 


SHELBYVILLE, INDIANA 
Canadian Factory at Woodstock, Ont. 





No Waiting No Writing 
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OUR SHIPPING 
SYSTEM OUTFIT 
WILL DO THE WORK 


We furnish Rubber Type in adequit 
fonts for any size shipping list. 
7 ieee The outfit is very inexpensive and will 
earn its cost daily, save time, accurate 4 
and essential to large shippers. 


WRITE FOR FULL PARTICULARS f 


We are the Largest and Best Equipped | 
Rubber Stamp and Accessory House. 
30 YEARS OF KNOWING HOW ~=—_— Ourcomplete general catalog on request. 


THE R. D. SWISHER MFG. Co., 
411-413 S. CLINTON ST., = CHICAGO, ILLINOIS 
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REGULAR SERVICES 
FREIGHT and PASSENGER 


Between 


NEW YORK MONTREAL 
BALTIMORE BOSTON 
and 
QUEENSTOWN ANTWERP BRISTOL 
PLYMOUTH HAMBURG GLASGOW 
LONDON MEDITERRANEAN HAVRE 
LONDONDERRY LIVERPOOL ROTTERDAM 
CHERBOURG SOUTHAMPTON DANZIG 
LEVANT 
Import and Export Freight Shipments Solicited 

COMPANY’S OFFICES, Cunard Building, CHICAGO 

S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 


PHILADELPHIA 
PORTLAND, ME. 


HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? . 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 
typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


Phone Main 2210 417 SOUTHERN BUILDING 






No Telephones No Tariffs 


“A child can find them” 


FREIGHT RATES 


To and from points in the United States and Canada 


This publication furnishes the Financial, Purchase and Sales Executives’ 


“MISSING COSTS” 


Getzler’s Guide, Inc., Rochester, New York 


Publishers of Loose Leaf Freight Rate Issues 


NEW YORK, N. Y., 115 Broad St. 
PHILADELPHIA, PA., 308 Parkway Bldg. 
BOSTON, MASS., 732 Colonial Bldg. 


—OFFICES— 
CHICAGO, ILL., 412 Standard Trust Bldg. 
DETROIT, MICH., 506 Garrick Theater Bldg. LOS ANGELES, CAL., 467 Pacific Elec. Bldg. 


WASHINGTON, D. C., 433 Munsey Bldg. 
SAN FRANCISCO, CAL., 461 Market St. 
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Questions and Answers 


In this department will be answered questions of both legal and 
nature that confront persons dealing with traffic. A specialist 

on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate ition of freight. A traffic man of long experience 
and wide knowl ill answer questions relating to practical traffic 
We do not desire to take the place of the traffic man but to 

lp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situa too complex for the kind of investigation herein contemplated. 


ions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D.C. 





« 
Carrier’s; Liability for Delay 

New York.—Question: There were forwarded, at various 
times, numerous shipments from New England territory and 
New York City proper, via Mallory Line, destined to Mobile, 
Ala., and Tampa, Fla. 

At the time this merchandise was tendered to the Mallory 
Line no mention was made of any anticipated delay, and the bills 
of lading iss;1ed did not bear any exceptions. The shipments, 
by reason of existing strike, declared prior to shipping dates, 
were badly delayed and, having been intended for the opening 
of a new store, necessarily postponed the opening date. The 
loss entailed through the postponement amounts, to consider- 
able, and we are inquiring to learn if claim is in order and 
how it may be based. Can you refer us to decisions covering 
similar case? 

Answer: In general, the measure of damages for delay in 
transportation is the difference between the market value of 
the goods at their destination at the time they should have ar- 
rived and their market value at the time they did actually arrive. 
In the instant case, however, the damages which you suffered 
were special damages and cannot be recovered unless notice 
that such damages would result was given the carrier at the 
time the contract of carriage was entered into. 

Where goods are tendered to a carrier for transportation 
the carrier is obligated to advise the shipper as to any cause 
likely to delay transportation, which cause is within its fair and 
reasonable knowledge and not within the knowledge of the ship- 
per; and if it fails in its duty in this respect a delay in the 
transportation of the goods will not be excused, and that, too, 
irrespective of the nature of the cause. The acceptance of 
goods for shipment without notifying the sjhipper of the fact 
that they cannot be promptly delivered is tantamount to an 
assurance that they will be delivered within a reasonable time, 
except for the intervening of excusing causes of subsequent 
occurrence. This duty is in no way dependent on syecial agree- 
ment, but is a part of the duty imposed by law on carriers; and 
the reason why the law has imposed it upon carriers is to give 
the shipper an opportunity to exercise his own discretion as to 
the propriety of making the shipment, i. e., to-choose between 
the different courses open to him. 10 Corpus Juris, 290. 


Liability of Express Company for Concealed Damages’ 

Arkansas.—Question: We are receiving numerous ship- 
ments of perishable goods by express, which come through in 
varied containers. It has; heretofore been the practice of the 
railroad and express company on shipments of this kind to give 
us a bad order receipt on perishaable goods if the goods show 
considerable deterioration upon their being opened up in our 
warehouse. We are now confronted by the fact that the ex- 
press company will not give us a bad order receipt for goods 
unless the outer container discloses the fact that they are dam- 
aged. That is to say, their contention is that if the outer con- 
tainer shows to be in good order then the express company 
has no way of knowing condition of the goods; inside. 

The railroad company takes a far different stand on this 
proposition. They will give you a bad order inspection report 
on concealed damage, having forms made for that express pur- 
pose. They will also allow you to submit a claim of this kind 
where properly sjupported by the necessary affidavit and their 
concealed loss and damage forms. 

On the other hand, the express company takes this stand: 
That if the damage be concealed and any perishable goods be 
lost, that they hold clear receipts for the goods and cannot 
entertain any claim. This, of course, is an injustice to us, as 
frequently the goods are in transit a day or so over the regular 
schedule. Our contention is this, that at the time that we ask 
for this bad order inspection, that they should give it to us not 
only for our protection and their protection, but for the corrobo- 
ration and confirmation of the shipper, as it smetimes develops 
that the fault lies with the shipper in shipping us faulty goods, 
and they will not take our word for the fact that they are in bad 
shape, but will take the word of the transportation company if 
they show in their delivery receipt that the goods were in bad 
order. 


Another thing we wish to direct your attention to in this is 
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that we do not know of any specific rules set forth by the Amer- 
ican Freight Claim Agents’ Association which gives the express 
company authority to take this stand. In fact, we do not mind 
telling you that this position is taken by them entirely locally. 
They advise us that the instructions come from their superin- 
tendent’s office, who has no authority other than his own for 
making his rule. We believe, therefore, that you would be in 
position to tell us whether or not you have ever heard of a 
specific case of this kind. If so, please let us have the benefit 
of any court decision deciding the matter either in the affirm- 
ative or negative. 


Answer: There is no provision in the uniform express re- 
cepit that requires the consignee to give immediate notice to 
the delivering carrier of any losj or damage to a shipment when 
received, even when of a concealed nature. So long as the 
claims are presented in the manner, time and place as required 
by section 7 of the uniform express receipt, and the consignee 
can show by sufficient evidence that the loss and damage actu- 
all occurred while the shipment was, in transit, and from causes 
for which the law would hold the carrier responsible, a prima 
facie case of liability would be established against the carrier. 
This presumption would not be destroyed by reason of the con- 
signee having given a “clear” receipt on arrival, for such a re- 
ceipt is open to explanation for contradiction and the party dis- 
puting such receipt may show that it was given under a mistake 
or in ignorance of the material facts of the legal rights sur- 
rendered thereby. See Mears vs. N. Y. N. H. & H. R. R., 75 
Conn. 171. We are unawaare of any decision wherein it has 
been held that the carrier must give a bad order notation in 
such cases, and, further, the rules of the Freight Claim Asso- 
ciation which provide that agents should make shortage or 
damage notations on freight bills, do not apply to express com- 
panies, for they are not members of the association. 


Claims Against Express Companies 


Connecticut.—Question: In The Traffic World of October 9, 
1920, page 661, you state that there are some cases pending in 
New York against the Adams Express Company, the outcome 
of which may have some bearing on future cases of claims) 
against the Adams Express Company. Will you kindly advise 
us whether there has been any further developments regarding 
this matter? 

Answer: We have no knowledge of any decisjion of the 
courts of New York in which judgment has been secured against 
the Adams Express Company. 

Delay—Liability of Carrier for Damages Resulting Therefrom 


New Hampshire.—Question: Drawing your attention to 
your answer to “Illinois,” on page 239 of January 29, 1921, issue 
of The Traffic World, we solicit your expert opinion on a situa- 
tion which differs slightly from that which confronted “Illinois.” 


On February 25, 1920, we delivered a shipment to “A” Rail- 
road at this point, destined for a point in South Carolina via 
rail-and-water route. Shipment was considerably delayed in 
transit, not arriving at destination until May 19, 1920. Claim 
was entered against “A” Railroad for depreciation in value by 
reason of transportation delay. After a thorough investigation 
the originating carriers report to us, in connection with the 
claim, that, owing to extreme weather conditions prevailing on 
their line, it was physically impossible for them to deliver the 
shipment to “B” Steamship Company at Boston previous to 
March 9, on which date delivery was effected by them to “B” 
Steamship Company. 


The shipment was loaded aboard steamer sailing March 12, 
which arrived at Jacksonville, Fla., but, owing to the longshore- 
men’s strike, which was in existence, the steamer could not be 
unloaded until May 12. ‘The property was then delivered to a 
southern line on May 16, arriving at destination on May 19. 


“A” Railroad ccntends that the entire delay ensued while 
the shipment was in the possession of the steamship line and 
they accordingly referred the matter to the steamship company 
for adjustment, which refuses to accept responsibility, contend- 
ing that the delay occurred due to labor strike, which was be- 
yond the control of the carriers, and, in accordance with the 
bill of lading conditions, there was no liability. Upon this con- 
tention, as previously- stated, claim was declined for their account. 


You state, in your answer to “Illinois,” “Where goods are 
tendered to a carrier for transportation, the carrier is obligated 
to advise the shipper as to any cause likely to delay transporta- 
tion, which cause is within its fair and reasonable knowledge 
and not within the knowledge of the shipper.” Does not this 
same obligation devolve upon an intermediate carrier, as well 
as upon an originating carrier, especially at a point like Boston, 
where we could, if we had been so notified, have diverted the 
consignment to an all-rail route and thus escape the delay in 
delivery suffered? We understand this -longshoremen’s strike 
started on March 5, 1920 (is this date correct?), and in the 
face of this condition, which was practically general; known 
to the steamship company, and which was a situation likely to 
cause delay, the steamship company chose to take the property 
into their possession for transportation, and by so doing we 
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Camphuis & Company, Inc. 


Forwarding Agents 
LAREDO - TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


Package Cars to Mexico City and 
Other Points in Republic of Mexico 


We do not operate special trains, 
enabling us to reforward your 
shipments on first available serv- 
ice, and insuring quickest possible 
delivery at destination. 
















Traffic in Mexico Improving Daily 






Write us for full particulars and request 
a copy of our shipping instructions. 









OFFICES: 


Laredo, Texas E] Paso, Texas Eagle Pass, Texas 
Nuevo Laredo, Tamps., Mexico Juarez, Chih., Mexico 
Piedras Negras, Coah., Mexico Mexico City 








FACILITIES 


We have continually in mind any 
innovation which will conduce to 
expeditious and co-ordinated action 
in serving our clients in the book- 
ing, tracing and forwarding of their 
export shipments. 


Recently we have had installed, and 
are now using, our own private 
wires between our New Orleans, 
New York and Galveston Offices. 


THE W. L. RICHESON CO,., Inc. 


Export Shipping for Account ef Principals Throughout the World 
FREIGHT BROKERS AND FORWARDERS 


613 to 621 Whitney Central Building 
NEW ORLEANS 


New York Office Galveston Office 


401 Produce Exchange 
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810-12 American Nat. Ins. Bldg. 


HOUSTON, TEXAS 


Binyon-O’Keefe Fireproof Stg.Co. 
The House of Real Service 


POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 










BALTIMORE 





PORT of LOS ANGELES and SAN FRANCISCO 
and HAWAIIAN ISLANDS 


Express Freight and Passenger Service 


S.S. BUCKEYE STATE—July 30th 
S.S. HAWKEYE STATE—September 3rd 


Rates and Space on Application 


MATSON NAVIGATION COMPANY 


Managing Agents United States Shipping Board 
BALTIMORE SAN FRANCISCO HONOLULU 
26 So. Gay St. 120 Market Street Castle & Cook, Ltd. 
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No More 
Lost Shipments 


TOP your lost ship- 
ments; show con- 
signees your goods will 
always come through. 
Do it with Duo-Safety 
Shipping Tags. 
Big shippers of the 
country have adopted 
these tags. As a result 
they have no more lost 
shipments. 


DUO-SAFETY 
SHIPPING TAG 
The Tag with the Safety 

Identification Stub 

See the illustration. The stub always stays with the ship- 
ment and carries your return address. If the tag is destroyed 
or mutilated, the carrier merely notifies you, asking for 
shipping instructions and the goods go forward promptly. 





We also make coupon tags, work tags and tags for every purpose. 


Main Office and Factory: Chicago, Illinois, U.S. A. 


New York City SALES OFFICES Los Angeles, Cal. 
St. Louis, Mo. Kansas City, Mo. Boston, Mass. Cleveland, Ohio 
Denver, Colo. Detroit, Mich. Rochester, N. Y. Milwaukee, Wis. 


JNTERNATIONALTAc @. 


TAG SERVICE 
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think they held themselves legally responsible for the resultant 
delay in delivery, regardless of the nature of the cause. 

It is a fact that this strike started on March 5, 1920, and 
the steamship company subsequently accepted for transporta- 
tion the property on March 9 and loaded on steamer sailing 
March 12, instead of refusing to accept the consignment of “A” 
Railroad by reason of the existing conditions, which were likely 
to cause delay, then why are they not legally liable for resultant 
damages? 

We have had similar situations where shipments in Boston 
and New York City could not be delivered to the steamship 
lines because of this strike, and we were on most occasions 
so notified by the railroad company and thus given ah oppor- 
tunity to divert, our instructions in this connection being 
promptly complied with, and the consignments going through 
to destination without any unreasonable delay. 

Assuming the foregoing to be a recital of facts, can we at- 
tach any liability to the carriers for the resultant damages occa- 
sioned by delayed delivery? 


Answer: While there are many decisions to the effect that 
the initial line should notify the shipper of any condition which 
may delay the goods, we do not find any decision which places 
the same degree of responsibility upon an intermediate carrier; 
in fact, we do not locate where the courts have passed upon 
this feature. We are, however, of the opinion that the inter- 
mediate carrier was negligent in accepting the goods for trans- 
portation when it had within its knowledge the facts concern- 
ing a strike of longshoremen, which would likely cause an un- 
reasonable delay. As said in Mich. Cent. R. R. vs. Mineral 
Springs Mfg. Co., 16 Wall. 318, “Common fairness required that 
at least he (shipper) should have been told of the condition 
of things there, and thus left free to choose, if he saw fit, an- 
other mode of conveyance.” 


Misrouting—Carrier Liable for Damages Resulting from Execu- 
tion of Bill of Lading Containing Provisions Which Cannot 

Be Complied With 

New York.—Question: Consignee’s plant is located at Blank 
Street switch on “B” Railroad. Shipper is located on “A” Rail- 
road. Agent of “A” Railroad accepts and signs shipper’s bill 
of lading, showing car routed “‘A’ R. R. to Blank St. switch,” 
although that switch is not on “A” line. Car reaches “A’s” 
nearest terminal and has to be backhauled for delivery via “B’s” 
line to Blank Street switch. Who is responsible for back- 
haul charges, the carrier or the shipper? 

Answer: Conference Ruling 474 reads in part as follows: 
“The obligation rests upon the carrier’s agent to refrain from 
executing a bill of lading which contains provisions that cannot 
lawfully be complied with or provisions which are contradictory 
and therefore impossible of execution.” 

We are of the opinion that the carrier is responsible for 
the back-haul charges in question, by reason of its failure to 
advise the shipper that the switch in question was not located 
on its line and that therefore it would be impossible to carry 
out such routing instructions. See Hutton & Bourbonnais Co. 
vs. So. Railway Co., 50 I. C. C. 484; Peerless Wire Fence Co. 
vs. Wabash R. R., 38 I. C. C. 721, and Union Sawmill Co. vs. 
os Lie. & 8. x. Be, 40 I. C. '€. Cet. 


Freight Charges—Liability for Undercharge 


California.—Question: Some time ago we purchased from 
a broker a number of carloads of grain at a delivered price. 
Shipments were made, freight bills rendered by the railroad and 
paid by us at what was thought to be the correct rate. The 
broker invoiced the grain, deducting freight at the same rate 
we had paid and his invoices were honored by us. He in turn 
made settlement with the farmers from whom he purchased 
the grain. Four months later the railroad discovered that an 
error had been made in the rate and that there is a balance due 
of $2 per ton. Who is legally liable for the balance due to the 
railroad, the consignor or the consignee who purchased the 
grain on a delivered basis? 

Answer: The Commission, in its Conference Ruling 314, 
states that a carrier must collect its lawful charges, but that 
it has no jurisdiction to say who is liable therefor, that being 
a matter for the courts to determine. 

The consignor, as the party with whom the contract of 
shipment is made, is primarily liable for the payment of the 
freight charges, whether he is the owner of: the good as not, 
and, by the weight of authority, where goods are shipped by 
the consignor he is liable for the freight charges in all events, 
although there are cases which hold that the charges may not 
be collected from the consignor where the carrier has failed to 
collect the charges upon delivery of the freight. On the other 
hand, the Supreme Court of the United States, in its decision 
in the case of P. C. C. & St. L. Ry. vs. Alvin J. Fink, held that 
a consignee is liable for an undercharge due on a shipment con- 
signed to him. 

It has been held, however, that where goods are sold f. o. b. 
destination the consignee’s acceptance and removal of the goods 
did not create an obligation on its part to pay the freight 
charges at the request and for the convenience of the consignor 
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beyond the amount stated, inasmuch as the ownership of the 
goods*does not pass until delivery. See C. of G. Ry. Co. vs. 


-Birmingham Sand & Brick Co., 64 So. 202 (Ala.). 


In view of the conflicting decisions of the courts, it is not 
possible to lay down a rule as to the liability of consignor or 
consignee for freight charges, including undercharges, but it 
may be stated that, as a general rule, the carrier may collect 
them from either the consignee or consignor. 
Passage of Title as Affected by Term F. O. B 

Sale 


A car of furniture moving from Cin- 
cinnati, O., to Los Angeles was totally damaged in the flood at 
Pueblo. The goods were bought f. o. b. Los Angeles, the order 
reading, “F. O. B. Los Angeles, freight to be deducted from the 
invoice,” and the car was billed collect. 

The shipper contends that title passed to the consignee 
when car was delivered to the carrier at point of origin. The 
consignee claims that goods were bought f. o. b. destination 
point and that the title does not pass to purchaser until the 
goods are delivered at destination, regardless whether goods 
were billed prepaid or collect. Kindly give us your opinion in 
the matter. 

Answer: Where the provision is f. 0. b.,at point of ship- 
ment, the title will pass, as a general rule, when the property 
is placed on the cars for shipment; on the other hand, where 
the provision is for delivery f. o. b. the point of destination, the 
title is not, as a rule, considered to pass until the subject matter 
has reached such point, as the delivery to the carrier is not a 
delivery to the buyer; still, where the agreement as a whole 
shows clearly that the phrase f. o. b. at point of destination 
was used merely to designate the party by whom the freight 
was to be paid, rather than the place at which delivery and the 
passing of title were to be consummated, it will be so restricted, 
and the title held to pass at the point of shipment in accordance 
with the intent of the parties. 


Shipper’s Load and Count 

Pennsylvania.—Question: On shipment of auto trucks, loaded 
by shiipper in the Pennsylvania R. R. freight yard at Ardmore, 
Pa., sealed with private seal by shipper, bill of lading stamped 
by freight agent, “Shipper’s load and count, carrier not liable 
for count or condition of lading.” -Shipment arrived at destina- 
tion, Chicago, routed P. R. R., N. Y. C. R. R., lading damaged 
and trucks reblocked. 

Upon inquiry of N. Y. 
arrival at destination, same was refused upon advice that his 
claim department instructed him not to furnish seal records. 

Inasmuch as shipment was forwarded under shipper’s seals 
and their load and count, are we not entitled to record of same 
upon arrival at destination, as this record would disclose who 
opened and reblocked cars and when damage occurred, thus 
proving who was liable for damage claim. Will appreciate any 
rulings or decisions you may have upon this condition. 

Answer: We assume from your letter that the car in ques- 
‘tion arrived at destination carrying seals other than the ship- 
per’s private seals which were placed on the car at point of 
origin. If this is true, it is, of course, evidence of the fact that 
the car was opened en route while in the possession of one of 
the carriers over which the shipment moved. However, as the 
carriers are liable for loss of or damage to goods received for 
transportation, except loss or injury caused by an act of God, 
the public enemy, the inherent nature of the goods or the fault 
of the shipper, the burden of proving that the damage was occa- 
sioned by one of the excepted causes being upon the carrier, 
proof of the delivery of the goods in good condition to the initial 
carrier and the receipt of the goods in a damaged condition 
will make a prima facie case against the initial carrier, which 
carrier can be held for the full amount of the damage whether 
it occurred upon its line or that of its connections. 

Of course, if it is your desire to bring suit against one of 
the other carriers, in the event you cannot secure a voluntary 
settlement of your claim, then the information you are seeking 
with respect to the seal record would be helpful in determining 
the line on which the damage occurred. 

We know of no means, however, by which a carrier can 
be required to furnish its seal record except that a suit be 
brought and a proper order from a court be applied for directing 
the carrier to produce its seal record. 


. in Contract of 


California.—Question: 





B. R. & P. BRANCH LINE 

The Buffalo, Rochester & Pittsburgh Railway Company has 
been authorized by the Commission to construct a branch line 
from its Jacksonville branch at Aultman Branch Junction, in 4 
generally southerly direction, a distance of 10,400 feet, termi- 
nating in a tract of coal land owned by the Pittsburgh Gas Coal 
Company. The branch will be entirely in Indiana County, Pennt- 
sylvania. The estimated cost is $183,633. The Commission said 
it was stated that the construction of the branch will permit 
development of approximately 4,000 acres of bituminous coal 
territory which is not now served by any railroad and for which 
there is no outlet. The company is authorized to retain the 
excess earnings from the branch for ten years. 


C. R. R. agent, for seal record at. 


July 
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C. A. PROUTY DEAD 


The Trafic World Washington Bureau 

Charles A. Prouty, director of the Bureau of Valuation of 

the Commission since 1914 and prior to that a member of the 

Commission from December, 1896, to February, 1914, died at his 

home in Newport, Vt., July 8. He had been ill for nearly a year. 
He left Washington about two months ago. 


FILING OF OVERCHARGE CLAIMS 


The Trafic Werld Washington Bureau 


A number of shippers have made inquiry of the House com- 
mittee on interstate commerce relative to the bill passed by 
the Senate recently providing for extension of time for the fil- 
ing of straight overcharge claims which originated in the period 
of federal control. The bill is pending before the committee and 
no action has been taken thereon. Representative Winslow, 
chairman of the committee, has been away from Washington for 
several weeks, and he expected to be back’ July 7. There was 
no opposition to the bill in the Senate and quick action on the 
measure was expected in the House. 


MILEAGE BOOK LEGISLATION 


The Trafic World Washington Bureau 


Chairman Clark, of the Commission, in a letter to the House 
committee on interstate and foreign commerce, has advised 
against the enactment of legislation at this time providing for 
the issuance of mileage books at reduced passenger fares. A 
number of bills providing for such reductions are pending before 
the House committee, and also the Senate interstate commerce 
committee. A subcommittee of the Senate committee has held 
a hearing on the bills before it. The view of Chairman Clark 
is that the revenues of the carriers are not such as will per- 
mit of substantial reductions in passenger fares by means of 
mileage books at reduced fares. The reductions requestéd range 
from 20 to 33 1-3 per cent. Commercial travelers have been urging 
the legislation. ; 


C. R. R. OF N. J. EXTENSION © 


The Trafic Werld Washington Bureau 


A certificate has been issued by the Commission authorizing 
the Central Railroad of New Jersey to acquire in part and con- 
struct in part and to operate a branch line of road in Cumber- 
land County, New Jersey. The branch will include about 3.13 
miles of plant track constructed by the Seabrook Farms Com- 
pany, which will be purchased from that company; about 1.89 
miles of track heretofore constructed by the applicant as an 
industrial spur to connect its New Jersey Southern division with 
the above plant track, and about a mile of additional track which 
the company proposes to construct as an extension to the plant 
track, a total of 6.02 miles of track. It is proposed to unite 
these segments of track and to put them in operation in inter- 
state commerce. The branch will extend from a point of con- 
nection with the applicant’s New Jersey Southern division in 
Bridgeton in a generally northerly direction a distance of ap- 
proximately 4.8 miles, with a branch extending therefrom to the 
right-of-way line of the West Jersey & Seashore Railroad, a dis- 
tance of approximately 1.22 miles. The purpose of the line is to 
provide improved facilities for the rapid movement of vegetables 
and fruits from the territory to be served to the New York and 
New England markets. The company proposes to pay to the 
Seabrook Farms Company $140,213.84. The total cost of the 
new construction is estimated at $73,604.88. 


WISCONSIN-NORTHWESTERN ABANDONMENT. 

The Commission has issued a certificate authorizing the Wis- 
consin-Northwestern Railway to abandon its line of railroad ex- 
tending from Girard Junction to Taylor Rapids, a distance of 
18.3 miles, in Marinette county, Wis. The line was built in 
1903 by a company owning large tracts of timber which have 
been exhausted. The territory served is sparsely settled and 
somewhat rocky, the Commission said, and the farmers living 
along the line have made little use of the road, and there is 
little prospect of an increase in traffic. By hauling their produce 
from five to ten miles the farmers can reach the C. & N. W., or 


the C., M. & St. P., or the M., St. P. & S. Ste. M., the Commis- 
sion said. 





WHEELING & LAKE ERIE RENT NOTES. 


The Wheeling & Lake Erie has been authorized by the Com- 
mission to issue rent notes for not exceeding $13,629,000 under 
the terms of a carrier contract to be entered into pursuant to 
the National Railway Service Corporation’s equipment trust 
agreement, Series A, lease basis. The Commission previously 
approved a loan of $3,304,000 to the service corporation for the 
purpose of aiding the Wheeling & Lake Erie in buying equip- 
ment. The carrier also is authorized to guarantee the obliga- 
tion of the service corporation to the government, and to pledge 
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$779,000 of its refunding mortgage 5 per cent bonds and inter. 
ests and equities in other bonds to secure the repayment of the 
loan of $3,304,000. 





A., F. AND G. CONSTRUCTION. 


The Alabama, Florida & Gulf has been authorized by the 
Commission to construct four miles of railroad from Wilson to 
Dothan, Ala., and nine miles of railroad from Greenwood to Mari- 
anna, Fla. The company operates a line of railroad from a con- 
nection with the Atlantic Coast Line at Cowarts, Ala., to Green- 
wood, Fla. It has no connections at the latter point and no ac- 
cess to Dothan except over a circuitous route via Cowarts. At 
Marianna, under the authorization, connection will be made with 
the L. & N. and the Marianna & Blountstown. The connection 
at Dothan, the Commission said it was estimated, will reduce 
present rates to communities on its line by 40 per cent by elimi- 
nating a two-line circuitous movement. The estimated cost of 
construction is $160,955. 


LEAVENWORTH & TOPEKA BONDS 

The Leavenworth & Topeka Railroad Company has applied 
to the Commission for authority to issue $80,000 of first mort- 
gage 7 per cent bonds to acquire from F. L. Wells of Sarasota, 
Fla., and associates for $60,000 the equitable title which those 
parties hold in and to the line of railway now operated by the 
applicant company. Three thousand dollars will be paid in cash 
and the remainder in the first mortgage bonds of par value of 
$57,000. The remainder of the bonds are to be deposited with 
the Central Trust Company of Topeka, Kan., under a require- 
ment of the Kansas statute providing that 25 per cent of such 
a bond issue as is proposed shall be deposited with some rep- 


utable trust company approved by the public utilities commis- 
sion of Kansas. 


LOAN TO K. C. TERMINAL 


A loan of $580,000, under section 210, to the Kansas City 
Terminal, has been approved. The money is to be used in re- 
tiring maturing obligations. The company is to finance $2,120, 
000 of the maturities totaling $2,700,000. The application, filed 
August 9, 1920, was originally for a larger amount. It was 
amended May 20 and June 24, so that it requested only the 
amount which the Commission approved. 


TAX ON TRANSPORTATION OF FARM PRODUCTS 


Representative Harrison of Virginia has introduced a bill 
(H.R. 7559) to repeal all transportation taxes on grain, vege: 
tables, live stock, milk, butter, fruit and other farm products. 
The bill was referred to the committee on ways and means, 
which has before it several bills providing for repeal of the 
taxes on transportation. The proposed legislation will be con- 
sidered when the revenue bill is taken up. 





CHANGES IN DOCKET 


Hearing in case 11132, Union Cypress Company vs. F. E. C. 
et al., was set for July 7 at Washington, D. C., before Examiner 
Paulson. ; 

Hearing in 12376, Forbes Timber Co., Inc., vs. Director-Gen- 
eral and Nor. Pac., assigned for July 1 at Seattle, Wash., was 
reassigned for July 30 at Seattle, Wash. 

Hearing in 12663, Midland Linseed Products Co. vs. Director- 
General, West Shore et al., and No. 12541, Midland Linseed 
Products Co. vs. Director-General, N. Y. S. & W. et al., assigned 
for July 11 at New York was canceled and reassigned for July 
9 at New York. 

Hearing in 12398, Armour & Co. et al. vs. A. T. & S. F. et al. 
assigned for July 9 at Chicago, was canceled. 


R. |. A. & L. BONDS 


The Commission has authorized the Rock Island, Arkansas 
& Louisiana Railroad Company to issue at par $227,000 first 
mortgage 4% per cent gold bonds to the C. R. I. & P. for money 
advanced by the latter in respect of additions and betterments 
to the line of the applicant. The C. R. I. & P. owns all of the 
capital stock of the applicant, with the exception of the qualify- 
ing shares, and operates the property under a 999-year lease. 


ANN ARBOR BONDS 


The Ann Arbor Railroad Company has been authorized by 
the Commission to issue $2,000,000: of 6 per cent bonds under 
its improvement and extension mortgage. Of the total issue, 
$1,925,000 of the bonds will be pledged as collateral security 
for promissory notes held by the Secretary of the Treasury, the 
Director-General of Railroads and the War Finance Corporation. 
The company has had its 5 per cent bonds pledged for these 
notes and the 6 per cent notes will be substituted therefor. The 
remaining $75,000 of bonds will be exchanged for that amount 
of 5 per cent bonds now in the company’s treasury. The new 
bonds will be issued in exchange for the 5 per cent bonds under 
the terms of a supplemental mortgage to the improvement and 
extension mortgage. 
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Monthly Sailings to Principal Ports 
West Coast, South America—Direct Service 
Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 
and Colombian Ports 


Three week freight sailings , 
Haitien, Dominican and Cuban South Side“Ports 


For particulars apply 
604-12 Queen & Crescent Bldg., New Orleans, La. 
New York Office: 10 Hanover St. Chicago Office: 646 Marquette Bldg. 
Cable Address: ‘‘Orleanship”’ 


New Orleans & 


South American S.S.Co. 
INCORPORATED 


THREE STAR LINE 


(Sté. les Affréteurs Réunis) 


REGULAR FREIGHT SERVICE 
BETWEEN 
NEW YORK—PHILADELPHIA 
AND 
Casablanca, Cadiz, Tangiers, Ceuta, Gibraltar, 
Algiers, Barcelona, Marseilles, Genoa, Leghorn. 
Through Bs/L for all ports of Spain, Morocco, Algéria, 
Tunisia, Cette, Nice and Near East 


General Offices: 23 Bridge Street, New York 


Chicago Agent: M. E. Kienappel, 142 So. Clark St. 
Philadelphia Agent: Earn Line, Bullitt Building 


THE TRAFFIC WORLD 


NOSA LINE 



























San Francisco Warehouse Co., San Francisco, California 


We make a specialty of distributing pool car shipments and warehousing merchandise of 





Pacific Mail Steamship Co. 


Under American Flag-PASSENGERS AND FREIGHT-Established 1848 


TRANS-PACIFIC SERVICE 
“*The Sunshine Belt to the Orient’’ 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 
ongkong 
Passenger and freight sailings by new and luxurious U. S. Shipping Board 
steamer Empire State (July 30th); S. S. Golden State 
(August 6th); and pending delivery3 other U. S. S. B. steamers 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
Singapore, Colombo, Madras, Calcutta 
Passenger and freight sailings monthly by 
Granite State (July 12th); |S. S. Creole State (August 13th) 
S. S. Wolverine State (September 14th) 


PANAMA SERVICE 


San Francisco to Mexico, Central America and Canal Zone 
Passengers and freight sailings every 10 days, 5 steamers 


SAN FRANCISCO-BALTIMORE SERVICE 
(Passengers and Freight) 
Via Los Angeles Harbor, Manzanillo, San Jose de Guatemala, La 
ibertad, Corinto, Panama Canal, Kingston, Havana 
S.S. Colom bia sails from San Francisco July 20th, from Baltimore Aug. 30th 
Also four Class Al steel steamers (freight only) with additional calls at 
San Juan (Porto Rico), Jacksonville, ak, Norfolk 


SHANGHAI-HONGKONG-CALCUTTA SERVICE 


Between Shanghai, Hongkong, Saigon, Singapore, Penang, Rangoon, 
Calcutta 
Freight only. Sailings every ten days—eight U. S. S. B. steamers 


ROUND-THE-WORLD SERVICE 


San Francisco to Honolulu, Yokohama, Kobe, Dairen, Tientsin, 
Shanghai, Manila, Saigon, Singapore, Calcutta, Colombo, Bombay, 
Alexandria, Bizerta, Marseilles, Barcelona, thence Baltimore, 
Cristobal, Los Angeles Harbor and San Francisco (via Panama Canal) 
Freight only. Monthly sailings—U. S. S. B. Steamers 


Through bills of lading issued to and from points beyond ports of call 
General Passenger and Ticket office: 621 Market St., San Francisco 
General Offices: 508 California Street, San Francisco 


10 Hanover Square, N. Y. 400 Exchange Place, Baltimore 
Managing Agents: U. S. Shipping Board 





625 Third Street 


every description at San Francisco. 


R. B. YOUNG, President and Manager 


Savannah Bonded Warehouse & Transfer Co. 


312-314-316 WILLIAMSON STREET P. 0. Box 985 


General Storage — Re-Consigning — Distributing, Forwarding — 
Prompt and Efficient Service, Exceptional Facilitiles—Custom House 
Brokers—Track Connections with all Rallroads and Steamship 
Docks—Members American Chain of Warehouses—Members Amer- 
Ican Warehousemen’s Association. 
Phone No. 4883 SAVANNAH, GA. 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 
Teaming of Every Description—City Dellvery Service and Carload 


PORTLAND, OREGON 





OREGON TRANSFER COMPANY 


Established in 1868 
General Transfer and Storage Business 
Special attention given merchandise stock and storage accounts, 
carloads for distribution. Less carloads for city delivery, reship- 
ment and reforwarding by express or parcel post. 
No switching charge on carload shipments. 


Write us with reference to your San Francisco business. 


SEATTLE TRANSFER CO. 


123 Jackson St. Seattle, Wash. 


Quick Distribution of all Pool Cars 
100,000 sq. ft. of warehouse space 
Warehouse-men and forwarders. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carioad Distribution 


Excellent facilities for reshipping without cartage. Insuramee rate 
12 cents. Members of American Warehousemen’s Assoeiation ané 
American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING AND MAPLE 8TS. 


EL PASO, TEXAS 


GENERAL STORAGE DISTRIBUTION 
BONDED SPACE FOR GOODS SHIPPED IN BOND 


INTERNATIONAL WAREHOUSE CO., Ine. 
200,000 Sq. Ft. Floor Space — Fireproof — Bonded — $200,600 Capital 
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P. & W. VA. PLEA DENIED 


The Trafic World Washington Bureau 


The Commission has denied the special plea of the Pitts- 
burgh & West Virginia, for dismissal, for lack of jurisdiction, of 
No. 12825, Republic of France vs. Wheeling & Lake. Erie et al. 
In that case the complainant alleged the storage rates on various 
war materials held at New York, at various times, in the period 
between March 23, 1917, and August 17, 1917, were unjust and 
unreasonable, and demanded reparation. 

Lack of jurisdiction on the part of the Commission to en- 
tertain the complaint was asserted by the Pittsburgh & West 
Virginia on the ground that that part of the transportation act 
directing the Commission to exclude the period of federal con- 
trol, in computing the two years’ limitation on the filing of claims 
for reparation, was unconstitutional. Counsel for the Pittsburgh 
& West Virginia, with which was joined its subsidiary, the West 
Side Belt Railroad Company, offered to show the Commission 
why it was beyond the power of Congress to say that in com- 
puting the two years of limitation, the Commission should treat 
federal control as dies non, but the Commission, having con- 
strued the statute as being constittuional in other cases, felt 
no need of enlightenment. 

A few days before the Commission denied the plea of the 
Pittsburgh & West Virginia, Judgé Hoehling of the Supreme 
Court of the District of Columbia, denied an application of the 
carrier for an order forbidding the Commission to proceed to 
the trial of claims for reparation. The court held that the 
statute was constitutional and that the Commission had con- 
strued it properly when it awarded reparation on claims arising 
more than two calendar years prior to the filing thereof, but 
not more than two years before the filing, when the period of 


federal control had been eliminated, as directed by the trans- 
portation act. 


RATE INCREASES ON HAY 


Editor The Traffic World: 


The record of the movement of hay during the last three 
months indicates that probably no line of business has become 
so thoroughly demoralized as the hay business. Receipts of hay 
at Kansas City, “the world’s largest market,” are the lightest 
for a given period since records have been kept, and this is 
in the face of the fact that the producing sections are carrying 
a big surplus of hay from both the 1919 and 1920 crops. 

In arriving at a reason for this unprecedented condition it 
must be borne in mind that the big tonnage of hay that moves 
commercially is grown in the states of Kansas, Nebraska, Okla- 
homa, Colorado, Wyoming, and Idaho; that less than twenty 
per cent of the hay that so moves is consumed in the Missouri 
River terminals, and that the great bulk of the tonnage goes 
to the great consuming territory which comprises the Gulf 
states, Louisiana, Mississippi, Florida, and the South Atlantic 
states, including the Carolinas, Georgia, Virginia, etc. These 
facts are not controverted and have repeatedly been substan- 
tiated by exhibits filed with the Commission in hearings in- 
volving freight rates on hay. It is evident, therefore, that the 
average car of hay moves under the original load a greater dis- 
tance than any other cheap essential commodity and that the 
average haul is approximately one-thousand miles. 


At the time the percentage advances in freight rates were 
instituted, the south was enjoying an unprecedented era of pros- 
perity brought on by soaring prices of lumber, cotton, and sugar 
and the cost of hay was a secondry consideration; but with the 
return to normalcy these same articles of commerce found a 
market declining so rapidly that efforts to meet the decline by 
reducing production costs were unavailing. A planter could 
afford forty-dollar hay when marketing thirty-cent cotton but 
he cannot afford thirty-dollar hay when marketing seven-cent 
cotton. Hay is one of the big factors in production costs of the 
southern crops. The process of liquidation on hay to the grower 
progressed rapidly in an effort to find a market where it could 
profitably be consumed and at the present time the market at 
loading points is as low as at any time in ten years. This 
condition in prices on the farm has not relieved the situation 
in the hay trade, so it naturally appears that the one largest 
factor in the present situation is the transportation factor. 
Under the percentage advances in freight rates the commodi- 
ties which moved on the longest hauls suffered the greatest pena- 
ties. If hay moved, for instance, from Emporia, Kansas, to 
Kansas City as final destination, taking a rate of ten cents per 
hundred, or two dollars per ton before the twenty-five and thirty- 
five per cent advances in freight, it will be seen that the penalty 
on these advances was $1.375 per ton, but this does not represent 
the advance as actually accruing on an average shipment loaded 
at Emporia. It is reasonable to assume that a representative 
destination on such a shipment would be Macon, Georgia. Before 
the percentage advances the rate from Emporia, Kansas, to 
Macon, Georgia, was fifty cents per hundred or $10 per ton. At 
present the rate is 8114 cents per hundred or $16.30 per ton, 
which with the three per cent war tax added, amounts to prac- 
tically $17 per ton, or an added penalty in freight of $7 per ton. 
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In the pre-war period the planter at points taking the Macon 
rate found it profitable to buy hay at from $20 to $22 per ton 
and hay moved freely on this basis. With the present rate 
structure and allowing the grower even the actual cost of pres- 
ent production, hay cannot be delivered at points taking this 
same rate at less than $28 or $30 per ton. 

It is unfortunate that the producing and consuming centers 
for this commodity are so far removed from each other, but 
it is a condition that exists and transportation conditions must 
be adjusted to meet it if hay is to resume its normal place in 
the commerce of the country. The south is not and probably 
never will be a forage producing country, but unless steps are 
taken immediately to relieve the rate oppression in the hay 
business, substitutes will be grown and fed in place of alfalfa 
and timothy hay. The farms in the west will have lost the 
largest market for one of their greatest crops. The emergency 
is urgent and the farming interests of both sections should urge 
unceasingly the only remedy—substantial freight reductions. 

N. C. Campbell, 


President Kansas City Hay Dealers Assn. 
Kansas City, Mo., June 30, 1921. 


WAGE CUT REFERENDUM 


In accordance with a resolution adopted by the general 
chairmen of the five train service brotherhoods, at a conven- 
tion in Chicago, July 5, a referendum vote will be taken, not 
later than September 1, to decide whether or not the wage 
decreasesj ordered by the Railroad Labor Board in Decision No. 
147 will be accepted without opposition. Inasmuch as this res- 
olution was adopted with at least the tacit approval of a com- 
mittee of five representing all the organized rail workers, it 
is expected that the organizations other than those that adopted 
the resolution will follow suit. 

It is generally supposed, although no official announcement 
has been made, that a vote of the membership of the brother- 
hoods to determine the general sentiment in regard to the cuts 
showed a determining majority opposing them. The general 
chairmen said, however, in the statement issued July 5, that 
they could “not assume the responsibility of passing on the 
wage reductions.” Nothing has been officially said by the union 
leaders asj to whether or not the referendum will be, in fact, 
a strike ballot. Since, however, no recourse other than to call 
the men out is open to the union leaders, the general opinion 
is that a rejection of the wage cuts by the workers would cause 
trouble. At least, it would mean that a great deal of the work 
done by the Labor Board in arriving at a fair and just basis 
for the measure of wage reductions would be undone. Labor 
leaders refused to comment on this phase of the matter. 

Coupled with wages in the resolution were the matters re- 
garding the rules and working conditions abolished by the 
board. The union leaders take the position that those of the 
rules, which affect the compensation of the men in any way 
must be considered jointly with the wage question. 

That the workers are not overlooking any chance of a 
peaceful settlement is indicated by what may be termed a 
postscript to the resolution in which the president of the Rail- 
way Employes’ Section of the American Federation of Labor is 
authorized to endeavor to arrange a conference between a com- 
mittee of railroad executives and labor representatives. 

“Be it further resolved,” said this part of the resolution, 
“that we authorize our chief executive to make arrangements, 
if possible, to met a committee of railroad executives to be 
selected to meet a sub-committee representing the organizations 
named herein, to consider and, if possible, adjust all matters 
in controversy, and that our chief executives and the committees 
handling these questions be directed clearly to place the rep- 
resentatives of the railway corporations, on record as to whether 
or not they will request further decreaseg in rates or compensa- 
tion, the abolition of schedule rules or regulations, or the elimi- 
nation of time-and-one-half overtime.” 


DOCKET OF THE COMMISSION 


Note. items In the Docket marked with an asterisk (*) are new, 
naving been added since the last issue of The Traffic Worid. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 
~<— 1i—San Francisco, Calif.—Examiner Eddy 

— Lumber and Box Co. vs. Director General and Sou. 

‘ac 
_ 11—Washington, D. C.—Examiner “ee 
12631—McKell Coal and Coke Co. et al. vs. C. & O. et al. 
July 11—Chicago, Ill—Examiner Hosmer: 
12598—Wilson & Co., Inc., of Oklahoma, vs. Director General et al. 
a 2 11—Duluth, Minn.—Examiner Howell: 
655—Fitger Brewing Co. vs. Northern Pacific et al. 
12558—Jacobson Bros. vs. Northern Pacific et al. 
July 11—Duluth, Minn.—Examiner Flynn: 
12518—Duluth Brewing and Malting Co. vs. Northern Pacific et al. 
| 11—Vincennes, Ind.—Examiner Smith: 
12553—Indiana Board and Filler Co. vs. Director General et al. 


12553 (Sub. No. 1)—Indiana Board and Filler Co. vs. Director Gen- 
eral et al. 


ae 11—Oklahoma City, Okla.—Examiner ee: 
563—Healy & Co. vs. Director General, M. K. & 


T. Ry. 
11441—Hobart Mill and Elevator Co. et dy vs. Director’ General, St. 
L.-S. F. Ry. 
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S 
Old Glory is now 
on the Seven Seas 


AMERICAN SHIPS ARE AVAILABLE 
FOR YOUR OCEAN VOYAGE 


New combination Passenger and Freight Ships, 
Fast, Luxurious Steamers. 


Key number beside ship’s name indicates operator 
shown bottom of column. 


EUROPE 


From New York 
- July 12—August 16—September 20—Old North State (159). 
June 28—August 2—September 6—Panhandle State (159). 
Bremen and Danzig 


Boulogne and London 


From New York 
July 183—August 30—Hudson (159). 
July 23—September 7—Susquehanna (159). 
June 15—July 28—September 14—October 20—Potomac (159). 
Naples and Genoa 
From New York 
June 30—August 183—September 24—Pocahontas (159). 
Plymouth, Cherbourg and Bremen 
From New York 
June 22—July 283—August 24—September 28—America (159). 
July 30—August 27—September 24—George Washington (159). 


SOUTH AMERICA 
Rio de Janeiro, Montevideo and Buenos Aires. 


From New York 
June 8—Aeolus (91). 
June 29—Martha Washington (91). 
FAR EAST 
Honolulu, Yokohama, Kobe, Shanghai, Manila, Hongkong 
From San Francisco 
July 283—Empire State (105). 
August 6—Golden State (105). 
Yokohama, Kobe, Shanghai, Hongkong, Manila 
From Seattle 
June 18—Keystone State (106). 
July 9—Silver State (106). 
July 30—Wenatchee (106). 


HAWAII, PHILIPPINES, EAST INDIA 


Honolulu, Manila, Saigon, Singapore, Colombo, Calcutta 
From San Francisco 
July 14—Granite State (105). 
August 18—Creole State (105). 


COASTWISE AND HAWAII 
Havana, Canal, Los Angeles, San Francisco and Hawaiian Islands 
From Baltimore 
COASTWISE 
Havana, Canal, Los Angeles, San Francisco 


From Baltimore 
June 25—Empire State (105). 


80 Matson Navigation Co. 
120 Market Street, 
San Francisco, Cal. 
26 South Gay Street, Baltimore, Md. 


91 Munson Steamship Line, 
67 Wall Street, N. Y., 
Tel. Bowling Green 3300. 

105 Pacific Mail S. 8S. ~. 

10 Hanover Sq., N. 


Tel. Bowling Green “iano. 

621 Market Street, San Francisco, Cal. 
106 The Admiral Line, 

17 State Street, N. Y. 

Tel. Bowling Green 5625. 

L. C. Smith Bldg., Seattle, Wash. 
159 U. S. Mail S. 8S. Co., Inc., 

45 Broadway, N. Y., 

Tel. Whitehall 1200. 


U.S. SHIPPING BOARD 
shington, DC 





TRAFFIC WORLD 








North China Line 


(Columbia Pacific Shipping Company) 
PORTLAND, OREGON 


Regular direct service without transhipment 
between Portland, Oregon, and Shanghai, 
Tsingtao, Tientsin (Taku Bar), 
Chinwangtao and Dairen 


Vessels also call at Yokohama and Kobe 























Sailings Every Twenty-one Days From 


PORTLAND, OREGON 
(ALL AMERICAN flag A-1 Steel Steamers) 


SS “WEST KEATS” July 18 
SS “WEST NIVARIA” August 8 . 
SS “VINITA” August 29 


: SS “WEST KADER” September 19 


Transhipment at Shanghai to American River steamers for 
anking, Pukow, Hankow and other open 
Yangtse River ports. 


FOR RATES AND OTHER INFORMATION APPLY 
Sudden & Christenson 


General Eastern Agents 


44 Whitehall St., New York City 
or 


Columbia Pacific Shipping Company 
General Offices 
Board of Trade Building, Portland, Oregon 


Be a : Certified 


Traffic Manager 


Learn By This 
New Quick Method 


‘Salary $2,500 to $10,000 


A Year and More 


Get into this new big pay field now! The traffic director of a Detroit 
concern earns $19,500 a year—a Cleveland traffic man receives $24,000. 
Of course every man cannot equal these brilliant successes, but number- 
less traffic positions pay from $2,500 to $10,000 a year. The work is 
fascinating and intensely interesting and the rewards are big. Thou- 
sands of men are needed now. Why don’t you qualify for one of these 
big pay jobs? 





























































Learn in Spare Time 


You can quickly master the secrets 5 traffic management through 
our simple method of spare time study. The American Commerce 
ciation staff of experts can qualify you for a good traffic job in an 
amazingly short time. You don’t need to take a moment’s time from 
your present work—and after you have qualified we assist you to secure 
a well-paid position. 


Write for Free Illustrated Booklet 


Let us send you this free illustrated book on traffic management and 
traffic opportunities. Find out what we have done for hundreds of sue- 
cessful members and what they say of the A. C. A. Learn how we can 
help you to a lasting success and a position of prestige and importance. 
Don’t delay! Send us a postal today! Address 


AMERICAN COMMERCE ASSOCIATION 
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July 11—Parkersburg, W. Va.—Examiner Archer: 
12588—The General Porcelain Co. vs. Director General, B. & O. et al. 
12589—The General Porcelain Co. vs. Director General, B. & O. et al. 

July 11—Chicago, Ill.—Examiner Barclay: 
o66—Constraction and — < railway equipment (locomotive 

equipment of the C. B. & Q. R.) 
ee 1—Atlanta, Ga.—Examiner ot H. Wagner: 
33—Hudson Mule Co. et al. vs. A. T. & S. F. et al. Such fourth 
section departures as may exist in the adjustment of rates will be 
considered by the Commission in the disposal of this complaint. 
~~ 12—St. Louis, Mo.—Examiner McQuillan: 
12594—Walter A. Zelnicker Supply Co. vs. Director General et al. 
12536—The Automobile Gasoline Co. vs. Director General et al. 

a 12—Chicago, Ill—Examiner Hosmer: 
12667—Poehlmann Bros. Co. et al. vs. Director General et al. 
12668—Poehlmann Bros. Co. et al. vs. Director General et al. 

July 12—Duluth, Minn.—Examiner Flynn: 

1 liver Iron Milling Co. vs. Director General and D. . = N. 
12339—Minnesota Steel Co. vs. Director General and D. M. & N 

July 13—San Francisco, Cal.—Commissioner Aitchison: 

* 12830—Klamath County Chamber of Commerce vs. Sou. Pace. 
9294—Portland Traffic and Transportation Assn. vs. Sou. Pac. and 

Director General. 
9434—Portland Traffic and Transportation Assn. vs. Sou. Pac. et al. 
9472—Medford Commercial Club vs. Sou. Pac. and Director General. 

July 13—Terre Haute, Ind.—Examiner Smith: 
12654—Terre Haute, Indianapolis & Eastern Tract. Co. vs. Director 

General, 0. C. C. & St. L. et al. 
~~ 13—Chicago, Ill.—Examiner Hosmer: 
4—O-So-Ezy Products Co. et al. vs. Director General et al. 
ch fourth section departures as may exist in the adjustment of 


rates will be considered by the Commission in the disposal of 
this complaint. 


12597—O-So- -Ezy Products Co. et al. vs. Director General et al. 
July 13—Argument at Washington, D. a 
11378—Oliver Iron and Steel Co. vs. & L. E. eta 
wo Van Dusen Harrington &6. et al. vs. _—_— General 
eta 
~_ 13—New York, N. Y.—Examiner H. J. Wagner: 
12603—Central New Jersey Coal Exchange, Inc., vs. P. & R. et al. 
~ 13—St. Louis, Mo.—Examiner McQuillan: 
12645—Certain-teed Products Corporation vs. C. R. I. & P. et al. 
bee 10" lanaia Girardeau Portland Cement Co. vs. Director General 
et a 
July 13—Pittsburgh, Pa.—Examiner Archer: 
12549—Gulf Refining Co. of La. vs. peg General et al. 
12549 (Sub. No. 1)—Gulf Refining Co. of . vs. Director General 


et al. 
ae | 14—New York, N. Y.—Examiner H. J. Wagn 
ge Refining Co., Inc., vs. Director yates et al. 
-— 14—Argument at Washington, DD. Cu: 
11048—The Alabama Co. et al. vs. Director General et al. 
12018—The City of New Albany, Ind., and Robert W. Morris vs. 
Louisville & Northern Ry. and Lighting Co. 
12018 (Sub. No. 1)—Chamber of Commerce et al. vs. Louisville & 
Northern Ry. and Lighting Co. 
a Bie ree nose Tenn.—Examiner W. H. Wagner: 
12590—Lookout Paint Manufacturing Co. vs. Director General et al. 
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a © 14—Pittsburgh, Pa.—Examiner Archer: 
607—Homestead Valve Mfg. Co. vs. Director General et al. 
12551—Melcroft Coal Co. vs. Director General et al. 
- 14—Chicago, Ill—Examiner Hosmer: 
12614—The Chicago Live Stock Exchange vs. Director General et al. 
July 15—Chicago, Ill—Examiner Hosmer. 
1. and §S. 1352—Southern quarantine cattle at Jersey City, N. J., 
and New York, N. Y. 
ou 15—Philadelphia, Pa.—Examiner Satterfield: 
12581—John Lucas & Co., Inc., vs. Director General et al. 
12657—John Lucas & Co., Inc., vs. N. Y. C. et al. 
July 15—Argument at Washington, mm. 3 
ee I National Live Stock Shippers’ League et al. vs. A. T. & 
et a 
~~ 15—New York, N. Y.—Examiner H. J. Wagner: 
12622—The Continental Paper Co. et al. vs. Director General et al. 
-— 15—Pittsburgh, Pa.—Examiner Archer: 
529—Wayne = Co., Inc., vs. Director General and P. & W. Va. 
12529 (Sub. No, 1)—Wayne Goal Co., Inc., vs. P. & W. Va. 
12225—Pittsburgh Steel Co. vs. Director General et al. 
July 15—Birmingham, Ala.—Examiner W. H. Wagner: 
12534—Baker-Reid Lumber Co. et al. vs. B. & O. et al. 
July 15—Butte, Mont.—Examiner Howell: 
12571—Joseph Russell, doing business under name of Auto Gas and 
Oil Co., vs. Director General, O. S. L. et al. 
July 16—Columbus, Ga.—Examiner Wagner: 
12650—Hardaway Contracting Co. vs. Georgia Southwestern & Guilt. 
July 16—New York, N. Y.—Examiner Wagner 
12620—National Assn. of Waste Material nr Inc., vs. Ann 
Arbor et al. 
July 16—Argument at Washington, D. C.: 
11608—Pioneer Lumber Co. et al. vs. Director General et al. 


11189—Pacific Portland Cement, Co., Consolidated, vs. Director Gen- 
eral and Sou. Pac 


11848—A pache Cotton Oil and Mfg. Co. vs. Director General et al. 
a | 16—Ft. Worth, Tex.—Examiner Hunter: 
67) a Carter Publishing Co. et al. vs. Ahnapee & Western 


12651. “Wortham Carter Publishing Co. et al. vs. A. T. & S. F. et al. 
July 16—Chicago, Ill—Examiner Hosmer: 

12583—Morris & Co. vs. Director General, Mo. Pac. et al. 
sa | 18—Argument at Washington, D. C.: 

11627—Barnett Lumber Co. vs. Director General et al. 

11877—Burns & Ts Fire Brick and Clay Co. vs. Director Gen- 

eral and C. & E. I. R. R. 

July 18—Chicago, =e ic Hosmer: 

13575—Selz- Schwab & Co. vs. C. & N. W. and Director General. 
July 18—New Orleans, La.—Examiner W. H. Wagn 

12570—Southern Pine Assn. et al. vs. Director Geena et al. 
July 18—Kansas City, Mo.—Examiner McQuillan: 

12659—The Kaw River Sand and Material Co. et al. vs. A. T. & 


S. F. et al. 
be es ee Kaw River Sand and Material Co. et al. vs. A. T. & 


a on Kaw River Sand and Material Co. vs. Director General 
et al. 





DIRECTORY OF ATTORNEY 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





CHAS. E. WALLINGTON 


Attorney at Law and Counsellor In 
Interstate and Forelgn Commerce 


CHARLES H. LAMPEN 
Commerce Counselor 


KARL KNOX GARTNER 


(For a number of years Attorney and Mxaminer, Interstate 
Commerce Commission, and prior thereto engaged in the 
peaction of law at Loulerilia, Ky.) 


Stes, & Comer All phases of Traffic Special attention to matters before the Interstate 
d Transportation Commerce Commission, Income Tax Unit, Federal 

Zreckngs Arrengemente—Demurrage ‘TOLEDO, OHIO Trade Commission, United States Shipping Board, 

General Matters Relating to State, , 414 The Arcade CLEVELAND, O. | Federal Courts. 

Interstate and Foreign 





GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 
~<a 
Commerce Commission. 


Washingten, D.C 
Telephone Main 2702 


Southern 


701-106 WOODWARD BLDG., WASHINGTON 





CHAS. E. COTTERILL 


COMMERCE COUNSEL 
Suite 1120 Hurt Buildin'’g 
ATLANTA, GA. 


Wilbur LaRoe, Jr. 


Southern Bullding Washington, D.C. 








GEO. T. BELL 


COMMERCE COUNSEL 

1919-1921, Executive Vice-President, North- 

ern West Virginia Coal Operators’ ‘Associa- All 
tion; 1914-1919, Attorney-Examiner, Inter- 
State Commerce Commission; 1909-1919, 
Commerce Counsel for various commercial 
— izations and shippers of Missouri River 
cities. 


MUNSEY BUILDING, WASHINGTON, D. C. 


ARTHUR HALE 
UNION TRUST BUILDING 
FIFTEENTH AND H STREETS 
WASHINGTON, D. C. 
TELEPHONE MAIN 7855 


Agent and attorney for carriers before the Interstate 
Commerce Commission, Railroad Administration, etc. ; 
Rates and Divisions, Private Cars, Weighing; 

Per Diem Reclaim, Demurrage and Valuation; 

Clalms under the Federal Control and Transportation Acts. 





CLYDE N. THOMPSON 
INDUSTRIAL TRAFFIC MANAGER 


Traffic and Transportation matters. 
Traffic Service Rendered on monthly 
basis. Correspondence solicited. 


MOREHEAD, KY. 


ATTORNEY AT LAW 
Colorado Bullding, Washington, D. C. 
Former Member of the Department of Justice as 
Solloltor of taternal Revenue 
Interstate Commerce Litigation a 


Specialty 





EDWARD A. HAID 


ATTORNEY AT LAW 


1411-16 Liberty Central Trust Bullding, 
St. Louls, Mo. 
Special attention to matters before Inter- 


state Commerce and State Vomaaiestons and 
railroad and rate litigation and claims. 


Bureau of Commerce and Research 


TRAFFIC CONSULTANTS © 
Statistical and Research Engineers 
Complete traffic manager service. Preparation and 
presentation of cases before the Interstate Commerce 
Commission and all Government Departments. 
Charts, Graphics and Exhibits prepared. 
Research work ‘4 of character. 


726 Fourteenth St., Washington, D.C. 
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Pulp wood to Kingsport, Tenn., from §S. Car.; I. and S. 1311 


SAN FRANCISCO 
PORTLAND 
SEATTLE 


REGULAR SAILINGS 
FORTNIGHTLY 


Oe Be a ae ooo 5s 6s:.n-aproxrd sipavasete tra acanerw wyaremaeanveialaia-aieiaigted te 111 - 
Pusey & Jones Co. vs. Director General; case 11579; refuse, A 1 FAST STEEL STEAMERS 
vagy or ~- (62 Th ee at eas Ridverertenas eeeh 
s ass Co. vs. 5 srmina . R. et al.; case 587; 
switching chates at Alten G81 C. C., 80)....... ee ae OFFERING 
eee 113 RELIABLE 
REORGANIZATION OF SHIPPING BOARD..................... 120 UNEXCELLED 
LOSS AND DAMAGE DECISIONS 
Cases decided by state and federal courts.............. 20.0000 123 FACILITIES 
SHIPPING DECISIONS 
Cases decided by state and federal courts.................... 123 and SERVICE 
MISCELLANEOUS TRAFFIC DECISIONS 
Cases decided by state and federal courts................000. 124 
PERSONAL NEWS AND NOTES ............-.ccececeececeeess 124 For Rates and Particulars Apply to 





THE OPEN FORUM 


Legislation Not a Cure—Regrets Publication of Letter—Loss 
RC I io sng Sic eer ore eee ae wen qd com tiewes 127 


QUESTIONS AND ANSWERS 
Legal and practical questions answered by experts........... 13 
NEW COMPLAINTS 
Digest of petitions filed with the Commission 


DOCKET OF THE COMMISSION 
Dates and places of hearings and arguments ............... 142 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 






Philadelphia New York 

139 South Third St. 42 Broadway 

THE TRAFFIC SERVICE CORPORATION liter Building Sg ye 
1537 Oliver Building S. W. Cor. St. Francis & Water Sts. 

WASHINGTON CHICAGO Savannah, Ga. Oakland, Cal. 

COLORADO BUILDING 418-430 S. MARKET STREET Sey Se See ee: Se. ae en 

T Los Angeles, Cal. Portland, Ore. 

elephone, Main 3840 Telephone, Harrison 8808 427 Van Nuys Bldg. 704 Title & Trust Bldg. 


1103 L. C. Smith Bldg., Seattle, Wash. 
Room 495, Ellicott Sq. Bldg., Buffalo, N. Y. 
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‘Trans-Pacific Freight Service 


Frequent 
Coastwise 


Sailings 


BETWEEN 


Seattle, 


Victoria, 


Portland, San Francisco, 
San Diego, Los Angeles, 


Tacoma, 
Vancouver, 


and all 
Alaska Points. 








AMERICAN OWNED AND OPERATED 


The ADMIRAL LINE 


PACIFIC STEAMSHIP COM PANY 
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REGULAR SERVICE Speratin. UticcdStates Shipping Boara. FREQUENT SAILING 
From SEATTLE To 
Yokohama, Kobe, Shanghai, Hong Kong, Manila, Singapore, 
Dairen, and *Vladivostock 
*Vessels will make direct call if offerings justify. 
SAILINGS FROM SEATTLE 


**SS WENATCHEE, Aug. 27 
**SS KEYSTONE STATE, July 30 SS WHEATLAND MONTANA, Sept. 4 
SS ELDRIDGE, Aug. 12 **SS SILVER STATE, Sept. 17 


**Combination freight and passenger (Length 535 feet; 21,000 tons displacement; speed 17% knots). 


From PORTLAND To 
Yokohama, Kobe, Shanghai, Hong Kong, Manila and Dairen 


Direct connections at Hong Kong with Feeder service to Saigon, Singapore, Samarang, Soerabaia, and way ports. 
SAILINGS FROM PORTLAND 
SS ABERCOS, July 16 SS PAWLET, August 11 SS COAXET,Sept.6 SS MONTAGUE, Oct.? 
For Sailing Dates, Rates, Detailed Information Apply to 
142 South Clark Street, Chicago 17 State Street, New York 


M. J. WRIGHT, Freight Traffic Manager, Seattle 
L. L. BATES, Foreign Freight Agent, Seattle 
All Cities Pacific Coast and Orient 


SS EDMORE, July 20 





PACIFIC 





ANYWHERE ON THE 











July 16, 1921 





Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight | 
days. 





We are the connecting link between 
American railways and the Mexican rail- 
ways. 


CC 


Have banking arrangements making 


\ILINGS possible shipper’s order shipments to all 
points within the Republic of Mexico. 
ore, 
Assume all pilferage risk of packages 
in our package cars south of the border. 
* Our own warehouses in Laredo, Texas, 
and Mexico City. 
a We have just completed a pamphlet in 


sorts. concrete form, giving complete data for 
the benefit of the American shipper in 


am, handling his business with the Republic 

New York of Mexico. This pamphlet will be mailed 
upon application. 

<oee Now operating our own special trains 


throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 








HAL L. BRENNAN S. E. LEONARD 


THE TRAFFIC. WORLD 








Serving the 
Great Southwest 









KANSAS, OKLAHOMA 
& GULF RAILWAY 
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The new era of transportation 
demands personal service. We 
undertake to render this service. 
Let us assist you in solving your 
transportation problems. Our 
| ‘] organization istrained and facil- 

ities provided for this purpose. 












No bothersome large terminals, 
coupled with through freight 
trains, assures continuous 
movement between Missouri 
River and Mississippi River 
gateways and Oklahoma, Texas 
and Texas Gulf Ports. Mark 
your bill of lading K. 0. & G., 


rm] ei ee S| we do the rest. 
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These representatives will be glad to furnish in- 
formation concerning rates, routes, tracing, etc.: 


Mr. H. T. Winn, General Agent, Kansas City, Mo., 
330 Railway Exchange Bldg. Phone Home Harrison 6828. 


Mr. H. D. Fry, General Agent, Dallas, Texas, 
1011 Dallas County State Bank Bldg. Phone X 3950. 


Mr. F. A. Layman, General Agent, 
729 Wabash Bldg., Pittsburgh, Pa. Phone Court 4601-2. 


Mr. D. R. Peck, General Agent, 
208 S. La Salle St., Chicago, Ill. Phone Harrison 1801. 
E. J. Oo CONNOR 
General Freight Agent 
MUSKOGEE, OKLA. 
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CKENBACH LINES 


Express Freight Services 








U. S. Mail Steamers Twin Screw American Steamers 
HAMBURG 
NEW YORK | to J|ROTTERDAM 
PHILADELPHIA AMSTERDAM 
1 ‘SAN PEDRO 
NEW YORK | mo JSAN FRANCISCO 
PHILADELPHIA | SEATTLE 
| PORTLAND 
] SAN PEDRO 
MOBILE | 9 JSAN FRANCISCO 
NEW ORLEANS] SEATTLE 
| PORTLAND 


Through Bills of Lading issued to i from Hawaiian Islands and North Pacific Ports 


GENERAL OFFICES: 44 Whitehall Street, New York 


Marquette Bldg. Lafayette Bldg. Central Bldg. Merchants Exchange 
Chicago Philadelphia Los Angeles San Francisco 
Pierce Building Mobile Liners, Inc., Agents A. Le Blanc, Agent Metropolitan Life Bldg. 

St. Louis Mobile, Ala. New Orleans, La. Minneapolis 





Remember, when it comes to Export Problems, 
that we have devoted twenty-two years to their 


solution so as to insure speedier service and sub- 
stantial service on everything shipped everywhere. 


Consolidation of freight and co-operation with shippers. 
Decided Saving, Dexterous Handling and Decreased 
Trouble, all these and more are at your command in 
Trans-Continental Freight Company Service, remember 
that. 














ssn va 


















Put your next export shipment up to us—single package 
to a carload—and watch us save you money—remember 






Export and Domestic Freight Forwarders. 


Everything for Export, and Household Goods, Automo- 
biles, Machinery, Toys and Pianos for Domestic Shipments. 

General Offices: Chicago, 203 Dearborn St. 

Eastern Offices: New York, Woolworth Bldg. 
Boston, Old South Bldg. Cleveland, Hippodrome Bldg. 
Buffalo, Ellicott Square Los Angeles, Van Nuys Bldg. 
Philadelphia, Drexel Bldg. San Francisco, Monadnock Bldg. 
Cincinnati, Union Trust Bldg. Seattle, Alaska Bldg. 

Portland, Oregon, 13th and Kearney Sts. 

Write the Nearest Office 










